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North Carolina. 


Of the stock and bonds above mentioned, all are 
now in the possession ot the company, except $50,- 
000 of the South Carolina railroad stock, which 
was sold during last spring to aid in meeting the 
payments of 3,200 tons of iron rails, contracted for. 

The company suffered a loss of about $6,537 50 
on the sale of the South Carolina railroad stock, 
which has since been more than made up by the div- 
idend received on the balance remaining in their 
hands. This balance the company do not mean to 
dispose of at present, as the increased receipts of 
the South Carolina railroad give assurance that 
the stock will also increase in value. 

Of the bonds subscribed by the town of Wilming- 
ton, $75,500 were sold on the Istinst. These sales 
were at par value, and it is believed that the rz- 
maining $24,500 can be disposed of on the same 
terms. 

The proceeds of these bonds were especially ap- 
propriated by the meeting of stockholders in Janu- 
ary last, for the purchase of iron to be delivered at 
Wilmington. 

The subscription of $200,000, to be paid in the 
stock of the Wilmington and Raleigh railroad, 
made by the State of North Carolina, the compa- 


_|ny agreed to accept, in consideration of the steadi 


ly increasing business of that road, with a large re- 
duction in its expenses; corsequent upon re-laying 





Wilmington and Manchester Railroad.— We have 
received the 4th annual report of the directors of| 


this company, submitted at a meeting of the stock- | 
holders heid on the 28th uli. 


The whole amount expended upon the work up! 
to the date of the report, has been $397,860 42.— 
The amount collected, as reported, upon the capital 
stock of the company, including contracts not com- 
pleted and not credited to contractors, is.$724,356 76 


Of this sum, the collections have 
been on the subscription of the 
State of South Carolina in S. 
Carclina railroad stock, at par 
Wale 2... .000 vcccce cece cece 150 
In subscription of State of North 
Carolina, etc., in Wilmington 
and Raleigh railroad stock, at 
par value. ..........++ «++. «203,000 
Subscription of the town of Wil- 
mington, in bonds of the cor- 
POFAtiON ......0+ seve eens eee 100,000 
=——453,000 00 


Leaving amvunt collected on private 
and other subscriptions ef capital stock 
Of.eee eeee sere eeee seus S008 .28 o900971,356 76 





the track with new and heavy rails instead of the 
old flat bars, and have issued certificates of 2,000 
shares of its stock to the State of North Carolina, 
in payment of 2,000 shares of the Wilmington and 
Raleigh railroad. 


This subscription, added to that above mentioned, 
will increase the capital stock of the company to 
nearly $1,200,000. In April last the company is- 
sued mortgage bonds for $600,000, redeemable on 
the Ist day of June, 1866, bearing 7 per cent. in- 
terest, payable in June and December of each year, 
at the Merchants’ Bank of New York, and conver- 
tible into the stock of the company at the option of 
holders, at any time previous to the Ist June, 1865. 

The sales made of these bonds, and the contracts 
for which they are tobe received in payment, have 
absorbed $459,000 out of the $600,000 issued, leav- 
ing yet to be scld $141,000 of them. 

Of these bonds, $200,000 were paid for 7,000 tons 
of iron rails, contracted for with Messrs. Bailey, 
Brothers & Co., of London, which are to be deiiv- 
ered in Wilmington and Charleston in March and 


June of the present year, at $41 50 per ton. For 
all but the prime cost of the iron, however, $200,- 
000, the company have to provide, which amount 
is to be deducted from the price to be paid. 

The estimated cost of the road, made by the chief 
engineer, is $1,550,000. From which deduct ex- 
penditures already made, and there is left $896,- 
139 58. Add bills for $30,000, payable at the State 
Bank of South Carolina, and the amount to be pro- 
vided for is $926,139 58. 

The company have in stock, bonds, etc., the sum 
of $1,070,105 92. From which deduct the $926,- 
139 58, before mentioned, and there is a balance 
left of $143,966 34 to cover losses from stock, bonds, 
subscription lists, etc., which it is now impossible 
to estimate, from the natare of the securities held. 

It is believed that the company will be able to 
complete their road with the present means, with- 
out incurring permanently any new liabilities, or 
such at least as the present means of the company, 
when made available, may not discharge. 

With regard to the progress of the road, 153 miles 
from its junction with the Camden branch to Sum- 
terville, is completed and in operation. The busi- 
ness on this part of the road is very profitable.— 
From Sumterville to the Great Pee Dee, the work 
is progressing steadily, and it is confidently ex- 
pected that the road will be finished to a point suf- 
ficiently near the Pee Dee to take off the crops of 
that region the present year, if offered. 

On the eastern end of the road, there has not 
been so large a force collected yet as desired,. but 
no exertions will be spared to increase it, and to 
hasten the laying of the track from Wilmington 
westward. The time since which freights have 
been taken is too short to enable the company to 
form a reliable estimate of the future business of 
the road. They believe that the traffic would be 
large, if they could only succeed in making satis- 
factory arrangements with the South Carolina rail- 
road company, for authority to receive and deliver 
freights at the junction of the Camden and Colum- 
bia branches. They have not succeeded in mak- 
ing such an arrangement as yet, but it is to be 
hoped they will, for it would be for the advantage 
of both companies, Ps 

We are gratified in being able to give so fayor- 
able an account of the condition of the above pro- 
ject. There is no improvement in the United 





States more needed, We believe there are but few 
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that promise better results. It will add very much ject, a company has been formed, a direction or- 
to the value of all the railway property in the Sou- ganized, and stock subscribed sufficient to warrant 
thera States, as it will form the connecting link be- the commencement of a line from Rousé’s Point to 


tween widely separated systems. We are happy 
to say that the project has been carried forward in) 
@ manner that has secured the confidence of capi- 
talists and the public, as is proved by the ready 
manner with which the securities of the company 
have been taken. 





Canada. 

Champlain and St. Lawrence Railroad.—We 
learn from a recent report of the superintendent 
that the continuation of this road, from St. Johns to 
Rouse’s Point, 23 miles, was opened for business 
on the 26th of Augustlast. The other extension to 
St. Lambert, 11 miles, was opened on the 14th of 
January, 1852, making 42 miles of road from that 
place to Rouse’s Point. 

T'wo passenger trains and one freight train per 
day were run to Rouse’s Point, until the close of 
navigation, Dec. 6th. From that time but one 
tain per day was run till the 20th of January, 
when an accomodation and freight train commenc- 
ed running. The total number of miles traversed 
by passenger and freight trains was 44,640. 

The receipts of the road for the season were £26,- 
246 15s. 5d. The expenditures were £15,918 12s, 
3d., leaving a balance of £10,328 3s. 2d. 

The expenses of transportation were heavier 
than during the previous year, on account of the 
accident to the steamer Prince Albert, belonging 
to the company; the unfinished state of the road, 
and the increased length of the same, requiring a 
large force to keep it in repair. 

There has been quite a large expenditure of cap- 
ital during the past year for improvements and for 
further equipment of the road. A portion of the 
old road has been raised and ballasted, and the re- 
mainder is to be completed in the same manner.— 
Several buildings have been erected, wharves 
built, and engines and cars added to the running 
stock of the road. 

There still remains to be completed on the 
Rouse’s Point branch, most of the ballasting, a 
part of the masonry and superstructure of some of 
the small bridges, and a few miles of fencing, all 
of which, it is expected, will be finished early in 
the ensuing season. 

The St. Lambert branch is nearly all graded, 
and the buildings upon that portion of the road will 
soon be completed. The contract for the construc- 
tion of the branch road to St. Lambert, 11 miles, 
was given to the same contractor who built the 
southern extension, for the sum of £37,500; £7,500 
in stock at par; iron to the value of £10,000; and 
the balance, £20,000, in cash. 

A contract was made with the same person for 
the construction of very extensive wharves and 
piers, from the main shore across Moffatt’s Island, 
and projecting into the river 2,000 feet, with an ex- 
tension down stream, affording a deep water front 
of 1,800 feet, where vessels of the largest capacity 
can discharge. The amount of this last contract 
is £50,000, of which £17,500 are payable in stock. 

Of the wharfing, eleven piers have already been 
gunk, extending about half the distance from the 
St. Lambert shore to Moffatt’s Island, and the re- 
mainder are in progress. 

A project has been entertained during the past 
year for a connection between the Champlain and 
St. Lawrence railroad, and those running from 
Whitehall to New York, on the west side of Lake 


‘mercial emporiums of Boston and New York. As 


Plattsburgh. The surveys made of the route were 
very favorable, the length of the proposed line be- 
ing 19 miles; making the toial distance from the 
centre of Montreal to Plattsburg, but 63 miles. If 
this line be constructed, the advantages accruing 
to the Champlain and St. Lawrence railroad, will 
be very great. It will then form the shortest com- 
munication between Montreal and the great com- 


the track is nearly level, and composed of three 
straight lines, with only two curves of 3000 feet 
radius, a high rate of speed can be attained on the 
line, and the time from Montreal to Rouse’s Point 
will not exceed an hour anda half. It is the ex- 
pectation of the company, that with judicious man- 
agement, the road can be made to pay a dividend 
of at least 10 per cent on an outlay of $1,500,000. 





Illinois Central Railroad. 

The following, which is going the rounds of the 
papers, is the authorized statement, we presume, 
of the company :— 

A very decisive step in the right direction has 
been made by the Illinois Central railroad compa- 
ny, and this important work of internal improve- 
ment has now been fairly commenced. A sale of 
four millions of the construction bonds has been 
made at par to capitalists of New York and Bos- 
ton, and with this beginning, the company have 
resolved to proceed immediately with the construc- 
tion of the road. Mr. Mason, the Chief Engineer, 
will proceed to Illinois at once, accompanied by 
contractors of known ability ani experience, with 
instructions to place under contract the entire line 
from Chicago to Cairo, the southern terminus, and 
also some sixty miles of the mainstem from La 
Salle, south, The remainder of the line will also 
receive immediate attention. Mr. Neal will not 
return to London, but will devote himself to the in- 
terest of the company in Illinois. 

The following is, we presume, a more correct 
version of the story of the sale of the company’s 
bonds. The company having failed to sell their 
securities in England, found them compelied to put 
their hands into their pockets and advance sufficient 
funds to commence the work; in other words, the 
stockholders have divided up a portion of the bonds 
among themselves for the money they advance, 
and have given out word that they have been sold 
at par, both for the sake of keeping up their price, 
and to give the public the idea that there has been 
an actual sale to disinterested parties. Such a sale, 
if actually made, would at once give currency and 
confidence to the securities. Now we are confident 
that not one bond has been sold to a person not im- 
mediately interested in the road. In the first place, 
good convertible securities of roads in operation, 
and as promising in every respect as the Illinois 
Central, are selling at from 85 to 90 per cent., and 
it is not likely that capitalists would give par for 
the unconvertible bonds of a road upon which the 
first blow has not been struck. In the second 
place, the company cannot realize 85 cents on the 
dollar for their bonds inthis market. They are not 
so good in the present condition of matters, as hun- 
dreds of securities which are sold at 85. What is 
more, we do not believe they could be sold in this 
market at all, at the present time. 

We believe the bonds of the company to be ulti- 
mately good; but they are nothing extra. Weare 
glad too, to see that the company are going the 
right way to work, the way we suggested; of first 
putting their own shoulders to the wheel, before 
calling upon Hercules. But instead of going along 


them resort to the low humbugging tricks of Wall 
Street, thus attempting to pull the wool over the 
eyes of the public, and of manufacturing an opinion 
in favor of their securities, that is not justified by 
the state of facts which exist. 





‘For the American Railroad Journal. 

Ohio Railroads, 
The State of Ohio from geographical position, is 
destined to be the great field of railway transit be- 
tween the Seaboard and all, or nearly all, of the 
valley of the Mississippi lying north of 35° of north 
latitude. 
This fact has given much interest to the specu- 
lation as to which of the siz contending routes in 
Ohio is to take the lead in the commercial move- 
ments of the great valley. The lines in question are 
the “ Lake Shore,” the “ Ohio and Pennsylvania,” 
the “Steubenville and Indiana,” the “Central 
Ohio,” the “Cincinnati and Marietta” and the 
“Cincinnati, Hillsboro’ and Parkersburgh.” 
The Lake Shore route, in its future connexions, 
will probably control an exclusive lake shore traf- 
fic; but our inquiries, at this time will be more 
particularly directed to a consideration of the con- 
trol of that most fruitful and most populous belt of 
territory between the thirty-fifth and forty-first de- 
grees of north latitude. 
Between New York and the great diverging 
points in the west—Columbus, Springfield, Cincin- 
nati and {Indianapolis—the lake shore route is 
much the longest of the six. Its advocates how- 
ever, argue, that its grades and curvature are so 
much more favorable than those routes looking to 
a mountain passage as to compensate for increased 
length ot time. This argument would have been 
good a few years since when the Baltimore and 
Ohio, and the Philadelphia and Columbia roads 
used inclined planes to overcome summits which 
improved machinery enabled them to pass with 
scarcely a perceptible diminution of speed,—where 
indeed the speed obtained may be as great as would 
be safe cr economical upon lower grades; and 
where as between the public and the railways it 
becomes simply a question of economy in working. 
In this view of the matter the adaptation of bitu- 
minous coal to locomotive engines, its obtainment 
at much cheaper rates by the Pennsylvania and 
Maryland roads than can ever be controlled for the 
northern lines—the high rate of speed attained by 
the express trains upon the Baltimore road without 
the draw-back, I believe, of a single accident ;— 
together with the advantage of a more genial cli- 
mate,—the argument of a difference in lineal dis- 
tance remains a substantial one. 

All the routes south of the Lake Shore line point 
to a mountain transit. The difference between the 
maximum grades of the Pennsylvania and of the 
Maryland roads is but about 26 feet tothe mile; 
and as even that difference may be countervailed 
by the “ disposition” of the grades—admitting, if 
needed, a greater economy and facility in working 
an auxiliary engine in one case than the other— 
these several rival interests are, practically, very 
nearly upon an equality upon the score of align- 
ment and grades ; and as there is an approximation 
of eqnality in lineal distence the question may 
become one of pretty sharp competition. 

Of these routes the most northerly is the ‘ Ohio 
and Pennsylvania.” Its friends have claimed for 
it that this is a part of the shortest route between 
St. Louis and Philadelphia; and with the aid of the 
lately projected line between Springfield and Lou- 








Champlain. For the accomplishment of this pro- 


in a straightforward manner, we are sorry to see 


donville, some claim that it will furnish the des} 
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communication between Cincinnati and Philadel- 
phia. However this may be, the work is being 
driven with a great deal of energy and confidence 
upon the part of its managers. 

The next route south of the last is the “ Steu- 
benville and Indiana.” As Virginia has ¢wice re- 
fused the right of way for this interest across the 
strip of her territory between Steubenville and 
Pittsburg, and as the company will have to depend 
upon the “Ohio Central” road for an outlet from 
Newark to the west, there is nothing that would 
have ever brought this line into public notice in 
any higher rank than that of a mere local road ex- 
cept the indefatigable industry and tact of its late 
and lamented President. The line passing thro’ 
a rural district of but limited commercial rank or 
resources, the principal means of the company are 
in the shape of township bonds, which, I suppose, 
in any condition of the money market, would be 
unavailable except at ruinous sacrifices. The fact 
that, in addition to this, about 70 miles of the road 
would traverse longitudinally the valleys occupied 
by the Ohio canal, and for all local traffic, during 
seven months of the year must enter into competi- 
tion with that well managed public work, would 
so far preclude the hope of large dividends, as to 
furnish no attractions for the investment of 
capital from abroad. These considerations furbid 
the hope that much more than the 28 miles of the 
road now under contract will be built for a num- 
ber of years. Even the interest which Pittsburg 
now manifests in the work was very suddenly born 
upon the organization of the Hempfield railroad 
company, and will just as suddenly expire when 
she finds that she cannot prevent the construction 
of that (to her) very objectionable enterprize.— 
Finding her arguments insufficient to induce Phil- 
adelphia to accept of the Steubenville project as a 
substitute for a more direct and untrammelled com- 
munication with Central, Southern and Southwes- 
tern Ohio and Kentucky, she will make a virtue 
of necessity, and at less than half the cost of mak- 
ing a connection with Steubenville, she will build 
a road of 29 miles to the town of Washington, by 
which route she will have a connection with Cin- 
cinnati in 14 miles shorter distance than by Steu- 
benville. 

Next south is the “Central Ohio railroad.”— 
This line has such connection with the several 
roads from Columbus as probably to dispense with 
the necessity of extension west of that city. Be- 
tween Columbus and Zanesville the road is said to 
be nearly complete, with some 25 miles in opera- 
tion. From Zanesville to Wheeling, at which iat- 
ter point it will meet both the Baltimore and Ohio 
and Hempfield railroads, it is, we believe, intended 
to be placed under contract in the ensuing spring. 
At Zanesville the Cincinnati, Wilmington and 
Zanesville railroad line branches off. 

With these several connections the friends of 
the Central Ohio road claim that it will furnish to 
Cincinnati and St. Louis the shorlest practicable 
line of railroad communication with Philadelphia 
and New York. 

Next south of the “Central” is the “ Cincinnati 
and Marietta railroad,” aiming at a connection 
with the “Hempfield” and ‘“ Baltimore and Ohio” 
at Wheeling. As, however, this line is 26 miles 
longer than the route by Zanesville, and certainly 
not more favorable in grades or curves, it must de- 
pend upon local support. Between Marietta and 
Wheeling, a distance of 80 miles, the line occu- 
pies the margin of the Ohio river, and during the 
season of navigation would find the steamboats 





control local traffic. This fact will make the ex- 
tension of this road east of Marietta a very diffi- 
cult matter. 

The “ Hillsboro’ and Parkersburgh” route will 
unquestionably furnish the shortest communication 
between Cincinnati and Baltimore, but that it will 
be the best line for St. Louis travel or trade is not 
so clear. The route from Baltimore through 
Wheeling, Columbus, Indianapolis and Terre 
Haute will be but thirteen miles longer than the 
route directly through Cincinnati. At the latter 
city the depots of the east and west roads respec- 
tively are so situated that no easier communica- 
tion can be had between them than by carriages 
and drays; whilst by the Central route, after cros- 
sing the Ohio, steam power will be used for the 
whole transit without interruption, over probably 
more straight line of road than can be found else- 
where in the world. 

With these preliminary remarks, allow me to 
submit a table of distances by the various routes. 
It has been collated with great care, and with the 
exception of the Marietta and the Parkersburgh 
routes, in which cases I have taken the estimates 
of the triends of each respectively, the table is 
made up from reports of surveys. 


Table of Distances by various Railroad Roules in 
Ohio, from Cincinnati to New York. 


‘** Lake Shore” route, via Columbus and Cleve. 
land :— 


Miles. 
RHR oie Siced Cats seccnddcedddedtet 119 
oe ONE iii acidd views Stee den seat Weeder 135 
EAN MENG ine cudésévcucdedcen duwadaaavurme 
PERE RUUD ON a ood awe ciciclen <eaclaseseewneures 469 


“Ohio and Pennsylvania,” via Springfield and 
Loudonville :— 


pi rere <uea 
Nea NAS sen a cng cncidneenedcaamne atte 111 


ee EONS iia. 0 Tnind Hencehnegeawacnee “amid 15d 
OE MD ace cadescvaseseencee re 
BONO WE CONG nbn e606 daceceequeuns debe decas 88 

794 


“Steubenville,” with benefit of 33 miles of the 
Columbus railroad :— 
RP OV GINNING 6 wis Wsds béee cde <deacaeae anes 


EE aa ckce sstaatenanxdcaccadae aaea 33 
ECE CHINE cas 'adds cacaadae chamaedeccaaa oe 
FRGl EEC UG a cock bee cane ands esau caus 83 


BO EINE, oc cc. coed ccce cece cose cose cocces Om 
EO WII. cone cote cb es soee $000 ones so dee 
OT RO e ccc cnce case cpnneces cove egeee. ae 


“ Central Ohio” and Hempfield :— 

To Zanesville, (by Cin., Wil. and Zanesville 
Tailroad). .... cece cove ccce cove cece ceces 
TO: When vie oe cins ccc 666 'ipnn cvésicnsseat SE 
SO Greeneburg sds ss cicc's sce uses sseecseccen te 
ROL OUAGIDNIR, occa ewe <oss cde wise cnee cue 
TO New, Yoeiii. ccc. cece cece cove covccecs cesee 

730 

“ Cincinnati and Marietta,” by Hempfieid:— 
TO MEBPIOR oan 5 bs Seas cece case tees tcseccc dee 
To Wheeling..... hide: dave coud cataedee steed 80 
To Philadelphia .............+00. é 
BOW WOti 5. 0 c0ce cc0c soc cece cove cess tose 


“ Hillsborough and Parkersburgh”— 


To Baltimore, (by Mr. Latrobe’s estimate)... .587 
To Philadel phis. occ visa accs cecetcccccccese GO 
To New York.... eeee ee ee eeee ee ee eeee te eeee 88 


773 
The distance between St. Louis and New York 
by the several lines, giving to each the most ad- 
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" 
vantageous connections claimed, will be as follows, 
viz:— 
Miles. 
“ Lake Shore” route .... 1.22. eee cece veee ee hIQG6 
“ Ohio and Pennsylvania” .... .... +++ +ee++-1067 


“ Steubenville” .......... ae ie Ss cease oede 
© Contuel CRG” cone» as.cnos-sepnnsente tee 
“ Cincinnati and Marietta”...........- » ene 


© eR 0 cs sien asvune 1103 
Of all of the above lines, the Ohio and Pennsyl- 
vania and the Central Ohio traverse the best culti- 
vated and the most populous regions; and from 
that fact will probably pay the largest dividends, 
Of the four roads built, and dikely to be built, the 
Central is the only one that will have, at its east- 
ern terminus, a connection with ¢wo railways lead- 
ing directly to the seaboard. 


INVESTIGATOR. 


‘ New York. 

The Harlem Railroad Company have applied 
for the right to increase their capital stock to eight 
millions for the purposes named in the annexed 
act: 

Section 1. The New York and Harlem Rail- 
road Company is hereby authorized to increase its 
capital stock to an amount not exceeding in the 
whole eight millions of dollars, to be issued insuch 
manner as the board of directors may deem expe- 
dient, and the said board may, in their discretion 
authorize the holders of any of the liabilities of said 
company to convert the same into the stock to be 
issued under this act at such time or times, and 
under such regulations and conditions as they may 
prescribe, 

Sec. 2, The said company may borrow from time 
to time such sums of money as may be necessary 
to discharge their existing liabilities, and to con- 
struct and purchase such turnouts, double and 
oranch tracks, depots, station and engine-houses, 
cars, engines, and other equipments, as the exigen- 
cies of their business may require, and their char- 
ter may authorize at a rate of interest not exceeding 
7 per cent. per annum, payable quarterly or semi- 
annually, and may give to the holder of any bond 
ur evidence of debt which may be issued by them 
‘or any part of the loans hereby authorized, the 
privilege of converting the same into the stock to 
oe issued under this act, at or before the maturity 
of such loans, and the said company may secure 
the payment of the loans hereby authorized by 
mortgage of any part of their real or personal es- 
tate, as the board of directors may deem expedi- 
ent. 

Sec. 3. No stock of said company shall be is- 
sued, sold or received in exchange for its debts or 
liabilities at less than its par value. 

Sec. 4. This act shail take effect whenever the 
said company sha!l have complied with the re- 
quirements of section 9 of the General Railroad 


act. 
The above bill has been favorably reported in 
the Senate. 


‘Massachusetts. 

Amherst Railroad.—The stock of the proposed 
railroad from Palmer to Amherst has been sub- 
scribed, and the road put under contract. The 
illis and George Phelps 
of Springfield. The road will be equipped and run 
for a term of years, by the New London and Pal- 
mer railroad company. 

A meeting of the Amherst and Belchertown rail- 
road company was held at Amherst on Wednesday 
last, and the following persons chosen directors :— ' 
Luke Sweetser, Ithmar Conkey and Edward Dick- 
inson of Amherst; Myron Lawrence of Belcher- 
town ; Joseph Brown of Palmer; and Thomas W. 
Williams, and A. C. Lippett of New London. The 
directors made choice of Luke Sweetser for Pres 
ident, and John S. Adams, Clerk and Treasurer. 








Virginia. : 

Virginia Central Railroad.—This company have 

completed; through Winslow, Lanier & Co, a 

purchase of 6000 tons of rails for the purpose of 
laying that portion of their road now in progress, 
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To Cou. C. F. M. Garner, 

Engineer of the Virginia and Tennessee R.R.: 

Dear Sir: I regret that it has become necessary 
to conduct this correspondence. In your letter ad- 
dressed to me, in the Whig of this morning, dated 
the 17th of January, you say that you thought it 
your duty to show that the central line of commu- 
nication with the Ohio from Richmond, was infe- 
rior to the New River route. Whilst it does not 
seem to me that there was any obligation on you to 
undertake to expose objections to the Centrai rail- 
road, yet, if you felt called on to do so, in a pub- 
lished report, all will agree that | would have fail- 
ed in that vigilance which [ am expected to prac- 
tice over the interests of the Central road, if I had 
not noticed your repurt; but, if the subject must be 
discussed, I am glad that it can be done with per- 
sonal courtesy and good feeling, and I will cer- 
tainly endeavor to follow your good example. 

You profess to cherish a deep seated devotion to 
the best interests of Virginia, as the main spring 
to your solicitude on this subject. [ am very far 
from questioning your patriotism. 1 accord it to 
you in all sincerity, but youcan hardly expect that 
tact to weigh much in determining the merits of the 
question, as myself and other friends of the central 
line have as good claim to get the benefit of that 
argument as you or any one can have. I have a 
large family and some property here—all that I 
have, or ever expect to have, is, and will be, of Vir- 
ginia; but our mutual attachment to our common 
mother, is of no consequence in this question. 

The most prominent part of your argument is on 
the point of exceptional grades; that subject, and 
the question of the width of track or “ guage,” be- 
ing professional, I shall advert to very briefly, 
leaving to Mr. Shaw to answer more in detail the 
objections you have urged to his views. Before | 
do that, however, I wili remark, that your positions 
in relation to the difficulties in the way of com- 
pleting the Central line, whether they refer to the 
time necessary, or the means, seem to me equally 
untenable with those advanced in your report. 

We are not discussing the cost of the Blue Ridge 
tunnel. I cannot comprehend what that has to do 
with the subject, unless (which I can hardly be- 
lieve) the friends of the Virginia and Tennessee 
road mean to raise the question of its discontinn- 
ance. If the whole cost of the Central railroad from 
Richmond to the mouth of Greenbrier is to be con- 
sidered, then the cost of the canal at Lynchburg 
must be added to your route, as you refer to that 
as giving you connection with Richmond; the 
South Side road requiring, as you say, by their re- 
port, $600,000 to complete it; but I do not under- 
stand that to be your design. 

In your report you assumed that your line was 
complete, or possessed the means of completion to 
Christiansburg, leaving 77 miles to get to the mouth 
of Greenbrier. The object, 1 supposed, was to en- 
quire into the difficulties in the way of each line 
reaching the mouth of Greenbrier; that is, the time 
necessary, and the prospect of obtaining means; 1 
therefore thought it was not fair to locate the com- 

letion of the Central road 16 miles west of Char- 
ottesville,” on the east side of the Blue Ridge, when 
all the cost of passing the mountain was provided 
by the State, the work being in a course of success- 
ful construction, and the grading of the company’s 
- work nearly completed to Staunton, to say nothing 
of the means in haud to grade a large portion of the 
line between Staunton and Covington; and | can- 
not perceive the justice or propriety of your say- 
ing in this letter ‘ Richmond must make 923 miles 
more of railroad and spend $1,855,000 more, to 
reach the mouth of Greenbrier by way of Staunton, 
than would be required by way of Christiansburg’ 
—this seeming still to be based on the assignment 
of a point 16 miiles west of Charlottesville, as the 
limitation of our means of completion. 

Richmond should not be startled by the announce- 
ment of having to spend so largeasum. How she 
is in any way bound for it I do not know. Surely 
the State is able, and no doubt intends to complete 
the tunnel, and the company will complete the road 
from Waynesborough to Staunton. 

The important question—the real question is, 
which line, when completed, will secure the trade 
and travel, and develope the greatest advantages to 
the State ? 





But how will the matter stand as to time of com- 
pletion and probable means? The distance from 
Christiansburg tothe mouth of Greenbrier 
Winans 000s cope seph.oree teas 0006 2500's +. 77 miles. 
From Covington to White Sulphur 

Springs being the Central route to same 

SUTEE cube dots dexcaiacé 76 


Governor Johnson has recommended that this 
work should be executed on State account éo con- 
nect with the canal. The Virginia and Tennessee 
company expect to raise two-hfths to construct the 
New River branch; each being about the same 
distance, which may be expected to be done first ? 
As this line from Covington, west, has always been 
regarded so important to the State, as to be ofien 
suggested as a State work—it will not be consider- 
ed presumption in the friends of the Central rail- 
road to expect that it will be constructed on State 
account. 

While this is being done, the line between 
Staunton and Covington cana be completed, being 
only 70 miles, 20 of which are now under contract. 
It appears, then, that so far as the means relied on 
are concerned, and the time necessary for comple- 
tion, it is probable the Central line will reach the 
Ohio first. 

The cases you refer to, of the abandonment of 
what you style exceptional grades, and substitution 
therefor of grades within the compass of locomotive 
power, are not analogous, and therefore do not by 
any means prove that there would ever be here- 
aiter any practical difficulty experienced in work- 
ing the section at the crossing of the Allegheny.— 
Because it was tound best to incur considerable 
expense to get clear of inclined planes and grades 
where horse power was used, it does not follow that 
we should find any difficulty on grades of only 92 
and 105 feet to the mile, these being grades on 
which a locomotive can be used. 

To create distrust as to the practical value of as- 
sisting power, on grades of 92 and 105 feet, you 
mention the abandonment of “a series of inclined 
planes worked by stationary power” in Pennsylva- 
nia—worked with stationary not assisting locomo- 
tive power—you reter to an inclined plane in South 
Carolina, worked by a rupe aitached to the load 
around a drum—also to the old high grade on the 
Baltimore and Ohio railroad at Parr’s ridge, where 
i think horses drew up the trains. These cases 
have no sort of analogy to the pass of the Allegha- 
ny. Inclined planes, and ropes with drums are at- 
tended with extreme danger, and were doubtless 
abandoned un that account. Iam not prepared to 
name the precise grade of these planes, but I sup- 
pose of many hundred feet, far beyond the applica- 
tion of locomotive power. The cases of the Alba- 
ny, Schenectady, and Erie roads, in New York, 1 
presume, are of the same character; it cannot, 
therefore, be contended that experience has decid- 
ed against exceptional grades where locomotive 
power can be used. 

The case of the Boston and Albany road is still 
more inapplicadle as an illustration of your posi- 
tion. The new road 1s not being built by the 
Boston and Albany company, on account of 82 feet 
grades on their present road, with any intention of 
substituting it for the old one. The projectors are 
different parties; rivals contending jor the same 
trade. They. may have some faint hope of suc- 
cess, asthe new is the shortest, but the 83 feet 
grades are worked with so much success, that | 
have been told, the new company have but litiue 
prospect of supplanting them. 

The use of assistant locomotives to overcome 
obstacles of any kind, is no untried experiment. It 
you have to encounter a heavy grade, or an unus- 
ual accumulation of snow or ice, impeding the pro- 
gress of the train, the practice is the same in each 
case; there is, therefore, no difficulty in under- 
standing how the assistant locomotive will answer 
at the Alleghany. The daily resort of them every 
where to get over ice and snow, such as we have 
had with us recently, being far worse than 105 feet 
grade, illustrate very plainly how they would an- 
swer. If, however, it is necessary to refer to cas- 
es where they are constantly used to overcome 
high grades, | refer you to the Baltimore and Ohio 
road crossing the Alleghany with 116 feet grade, 
and the Greensville road coming up from the Ro- 
anoke with grades of 90 feet. At this point the 
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same locomotive divides the load and makes two 
or more trips up the grade untii the whole train is 
gotten up, but it would be better to have the sec- 
ond locomotive to assist, 

On the Central line, between the Ohio and the 
Alleghany, no grade exceeding 20 feet to the mile, 
occurs for 200 miles, bringing us to the western 
base of the mountain, then two miles of 90 feet to 
the summit, and descending five miles at 105 feet 
to the mile. From the eastern base going to Cov- 
ington, no grade over 40 feet. It will therefore be 
easily understood that, a single heavy class loco- 
motive aiding on the seven mile section oi the Al- 
leghany, will enable the locomotive coming from 
the Ohio, to do about as much as if there were no 
grade on the whole route over 40 feet to the mile. 

According to our own rule of calculating the 
power of an engine on different graces, a similar 
engine on your 60 feet grades, will draw little more 
than half of what it can on the 40 feet grades of 
the Central road. It will be seen therefore, that 
the cost of transportation of heavy freight can be 
greatly reduced on the Central line, by incurring 
the trifling expense of keeping one heavy engine in 
addition at the Alleghany, the price of which would 
be about $8,000, Let the heavy tonnage be deliv- 
ered to the canal, at Covington; it will then re- 
ceive patronage 90 miles further west than at 
Lynchburg, and a rate of charge might be adopted 
which the Virginia and Tennessee road could not 
afford. First, because the grades of the road would 
forbid the transportation of freight at very low 
rates; and secondly, because it could not receive 
an amount of travel sufficient to sustain it, and 
which would be found indispensable unless it was 
allowed very high rates of freight. ‘The Central 
road on the other hand, passing through the heart 
of the Virginia Springs, would receive an amount 
of travel in addition to the through passengers, 
which would enable it to dispense with profit trom 
the transportation of freight. 

You express the opinion that the use of the 4 ft. 
8% inch gauge or width of track, has been a great 
curse to Virginia, and that the Virginia and ‘fen- 
nessee road, being five feet wide, is a strong reason 
why that road should be extended to the Ohio, in- 
stead of the Central road. Engineers differ as to 
which is the best width. Some of the most profita- 
ble roads in this country have the 4 feet 8} gauge; 
and if there was not very high authority differing 
with you, it would be difficult to make it appear 
that 34 inches in the width of track could produce 
such very important results. The Great Western 
road from Boston to Aloany, doing among the lar- 
gest and most profitable business of any road in 
this country, is of that width. So are all the other 
roads in Massaehusetts. The Baltimore and Ohio 
is of that width. The Hudson River road, in New 
York, recently built, at the cost of twelve millions 
of dollars, with the full benefit of experience, 1 am 
informed, is also 4 feet 8} inches. We may there- 
fore be induced to doubt whether that width is de- 
serving of such decided condemnation. 

It, however, it should be conceded, amidst these 
conflicting opinions, that there was some small ad- 
vantage in a five foot gauge, the gauge of the Cen- 
tral railroad ought to be used in the connection 
with the Ohio, for this conclusive reason, that the 
roads in Kentucky and Ohio, the States with which 
we are aiming to connect, are all of the same 
width of the Central road, 4 feet 84 inches, 

You think there is danger of the western trade 
leaving the Central road at Staunton, and going to 
Baltimore ; if there be any just ground for that ap- 
prehension, how do you expect to prevent it going 
there by the “air line” from Cincinnati? Rich- 
mond is 82 miles nearer to Staunton than Balti- 
more is; if, with that advantage, and all the evils 
of transhipment against Baltimore, Richmond can- 
not keep the trade of the great west on the Central 
road, how do you expect to attract it to Richmond 
from Cincinnati, by way of Lynchburg, when the 
distance is about the same from that crty to Balti- 
more as it is to Richmond, each being about 600 
miles? If you feel satisfied that Baltimore cannot 
absorb the trade of the west from Cincinnati in an 
equal contest with Richmond as to distance, I think 
you are compelled to admit that it will not be at- 
tracted from Staunton over an increased distance of 
82 miles, with the superadded disadvantage of tran- 
shipment, 
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Major Gwynn, in his late report to the | 
James River and Kanawha company, 
makes it from Cincinnati to Balti- 
more, by Parkersburg, (perhaps 20 
miles too short).... 2+. se+esee+ eee 580 miles, 

Cincinnati to Point Pleasant 
by railroad survey....... 156 miles. 

Point Pieasant to the mouth 
of Greenbrier by railroad 
SUIVCY . oo00 ceee ceeeecoee 152 miles. 

Mouth of Greenbrier to Rich- 
mond, by your estimate, 
which, I find, is 7 miles too 
HO vive vevvbecicivece < RB ralle: 








586 miles. 





From Staunton to Baltimore, via Win- 
Ce re errr 
From Staunton to Richmond.......... 136 miles. 





Richmond nearer to Staunton than Bal- 
timore is.........- iy Cine men sinks 82 miles. 


Let us suppose the preduce of the west in the 
cars of the Central railroad at Staunton; if the bat- 
tle is to ensue with Baltimore, which is alluded to, 
will it not be an easy victory for Richmond? If it 
goes to Baltimore it will have an increased distance 
of 82 miles tov encounter, besides the delay, damage 
and expense of transhipment. It must be remem- 
bered that the Central road will not very readily 
surrender the trade when once in its cars, if it can 
do anything lawfully to retain it. There is much 
it can do, which it is not necessary to enumerate. 
There is another important fact to be considered ; 
the heavy tonnage will no doubt be transferred to 
the canal at the point of connection; I allude tothe 
flour, bacon, hemp, iron, coal, etc., which will, 
from every consideration, belong to the canal, be- 
cause it ought to be carried at rates that will not 
be very profitable toa railroad. Baltimore, in any 
event, will struggle in vain for trade once embark- 
ed on the Central road. 

I will close this letter with a table of distances, 
from which it may be judged which of these two 
lines is most likely to bring the trade of the far 
west to Richmond; which of the two has the best 

rospect of getting that revenue from travel which 
is admitted by all to be necessary to enable a road 
to transport freight at rates low enough to get it at 
Cincinnati, when the “ battle ensues between Bal- 
timore and Richmond,” when there will be compe- 
tition for it, through the various channels cf rail- 
roads and canals leading to northern markets : 
From Cincinnati, via Parkersburg, to 

Baltimore, say.........+++se0-++++- 600 miles. 
From Cincinnati to Point Pleasant, by 

railroad survey .........e+++e+.+++- 156 miles, 
From Point Pleasant to Greenbrier riv- 

er, bv railroad survey.........e0.+. 15 
From Greenbrier river, by your report, 

to Christiansburg.... 2... ese. eeeees 
From Christiansburg to Lynchburg, by 

same report........ bnbed tha stxows Oe" 
From Lynchburg to junction of Danville 

road, (see rep. of S. Side railroad)... 673 “ 

From Danville Junction to Richmond.. 55 “ 
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Cincinnati*to Richmond, via Lynch- 
burg and Christiansburg........ .-. 593 miles. 
It seems the distances differ but little, not enough 
to affect the trade, if the charge for freight was 
very low on a competing line, and in this compar- 
ison I have placed Baltimore 20 miles farther than 
Major Gwynn. 
From Cincinnati to Baltimore, via 
Lynchburg and Richmond, according 
to Major Gwynn..............--.. 760 miles. 
From Cincinnati to Baltimore by Par- 
kersburg........ 00. ededccvecesss QD” “ 


160 miles, 
Increased distance from Cincinnati to Baltimore 
by the Virginia and Tennessee railroad is 160 
miles, which settles the question that it can get 
none of that travel. 
From Cincinnati to Washington, via 
Lynchburg and Richmond.......... 720 miles. 
From Cincirnati to Washington, via 
Baltimore and Ohio road.,.,....... 622 . “ 
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* Incréedsed distance to Washington from Cincin- 
nati, by Lynchburg and Richmcnd, 98 miles, and 
therefore none of the Washington travel will come 
by that route. It seems to me, Jooking at these 
facts, there is but a poor prospect of getting reven- 
ue enough from travel on the New River branch, 
to enable the company to put freight at rates low 
enough to attract it. 
Now let us see how it will be with the Central 
ine. 
From Cincinnati to Washington, via 
Parkersburg, as above. ............ 622 miles. 
From Cincinnati to the mouth of Green- 
DHCP. Soc. idgdsl decd DS mation 


From Greenbrier to Staunton 

via Covington........... 146 miles. 
From Staunton to Gordons- 

WE sao ales chet ck feel - 60 miles, 


From Gordonsville, via Or- 
ange and Alexandria road, 
to Washington.......... 94 miles. 





From Cincinnati to Washington, by 
Central line.......... .. 608 miles. 


14 miles. 


Nearer by 14 miles by the Central than the Bal- 
more and Ohio road. * 

This aivantage of distance, added to that of cli- 
mate and grades, must bring all the Washington 
travel over the Central route, and as Washington 
city must always be a point of attraction for pas- 
sengers going farther north, it may be expected 
that the Central line can enter into a fair competi- 
tion for all the western travel, making a fair al- 
lowance for the advantege it possesses over the Bal- 
timore road upon the principle of equated grades. 

The revenue which the Central road must draw 
from the multitudes visiting the various mineral 
springs of western Virginia, will be an amount dif- 
ficult to estimate. Without stating my own im- 
pressions as to the value of this resource for reve- 
nue, I think it is apparent that the Central line has 
much the best prospect ot being likely to get suffi- 
cient profit frem passengers to enable it to bring 
freight at those low rales which are necessary to se- 
cure it for Virginia. 

Very respectfully, 
E. Fonratne, 
President Central Railroad. 
Richmond, January 22, 1851. 





Letter of Mr. Shaw, 

The allusion contaised in an article in your pa- 
per of Wednesday, from the pen of Col. Garnett, to 
recent communications of my own; and the argu- 
ments—if they may be so termed—of that article, 
are not, as he perhaps supposes, the closing of the 
debate between us, on the subject of railway gra- 
dients. 

The gallant Colonel has»not yet broken a lance 
on the body of my argument; but fighting like one 
who beateth the air, has but encountered a phantom 
of his own raising; and as Falstaff slew the alrea- 
dy dead Percy, “‘ with a new wound in the thigh,” 
so has he done renewed taurder on the antiquated 
and abandoned system of inclined planes with sta- 
tionary power. 

Not being able, as1 shall presently show, to meet 
the issues proposed by me, he has contrived a false 
issue, in affecting to suppose that in the exceptional 
grades of the Allegheny, mentioned in my recent 
communications, there was intended to be an ap- 
plication of this disused plan. 

An ordinary citizen—to say nothing of an engi- 
neer—must have been in a Rip Van Wynkle slum- 
ber in regard to railway progress, not to have learn- 
ed that that sort of exceptional grades, as the Col- 
onel calls them, has been long dead or forgotten, or 
deserves to be so, 

Any candid reader of my reports of the last and 
the present year, can perceive at once that there is 
not the slightest ground for such a mistake; and I 
cannot do such injustice to the real good sense of 
Col. Garnett, as to believe that my meaning was 
ever so misapprehended by him. 

The proof that no reference was had in my re- 
ports to the old stationary system, so ingeniously 
confounded by Col. Garnett, with my mention of 
ceptional grade, will at once be found in the sub- 





98 miles. 


e 
joined quotations from my report of last year. In 





them also will be found the seems 34 


Garnett may not know, as he says, how assistant 
power on an exceptional grade will work, because 
he “ is not aware that it has ever been tried at any 
place in our whole country, where there wasa large 
trade to accommodate”—ihat such applications of 
power have been tor some years successfully 

in Great Britain, and have entirely supplanted the 
old method of stationary power. , 

Unless we suppose the laws of gravity and me- 
chanical resistance to be different in this country, 
we may be satisfied to proceed at once in imitation 
of the very extended and successfal use of assistant 
locomotive power at certain points of railways. I: 
can no longer be considered an experiment, 

The Railway Department ot the Board of Trade 
was constituted, by minute of the Lords of the Com- 
mittee of the Privy Council for Trade, for the tran- 
saction of railway business. This body made a re- 
port to Parliament in 1845, on the railways of the 
Manchester and Leeds district. , 

From this important document, which is still in 
my possession, my last year’s report made sundry 
quotations; and that legislators, and others inter- 
ested in a true solution of this question, may not be 
confused by sophisticated or ancandid statements, 
I will here repeat such portions as will show that 
my real meaning ought not to have been mistaken, 
and that my facts can be substantiated. 

The parliamentary report observes (see my own 
report last year, Assemlly Doc. No, 18, page 470, 
near the bottom.) “It is important to ascertain, by 
reference to actual practice, the results which have 
already been arrived at, and which must be taken 
as starting points to guide us in the consideration 
of any new scheme.” 

“The Lickey incline on the Birmingham and 
Gloucester railway, is a conclusive proof that a 
gradient of 1 in 374, (nearly 141 feet per mile,) for 
a length of 2 miles, 3 chains, may be worked by 
the aid of an engine constructed for the purpose, 
without serious inconvenience to an extensive 
traffic. It is also proof that such an incline may 
be descended without danger by the force of gravity 
regulated by the aciion of brakes.” 

“The Sutton incline of 1 in 88, on the Liverpool 
and Manchester railway, is surmounted by the or- 
dinary trains of that railway, whose traffic is of a 
very heavy description with a single locomotive,” 

“The use of a stationary engine for ascending 
the incline on the Manchester and Leeds ve 
from the Victoria station, which is 1 in 59 for 1 
yards, and 1 in 49 [nearly 110 feet per mile} for 640 
yards, has been in a great measure discontinued, the 
ordinary goods-engine being fourd capable of tak- 
ing up it heavy passengers and gcod trains of not 
less than 80 tons.” ‘ 

“On the Glasgow and Edinburgh railway, séa- 
tionary power has also been discontinued, the loco- 
motive engine being found a more efficient and 
economical substitute on the Glasgow incline of 1 
in 42 [125 feet per mile] for 14 miles; and recently 
the locomotive engine has been equally substituted 
for py power upon the inclined plane of the 
London and Birmingham railway, from the Euston 
square terminus to Camdentown, parts of which 
are at 1 in 66, and 1 in 75.” 

“ Many other facts of a similar nature might be 
quoted, but the above seem quite sufficient to és- 
tablish the general proposition.” 

“1. That gradients of from 1 in 50 tol in 100, 
are perfectly practicable tothe ordinary locomotive, 
with moderate loads.” 

“2. That gradients up to | in 37%, or higher, may 
be surmounted by heavy trains with the aid of an as- 
sistant engine of peculiar construction.” 

These quotations will show that I have not an- 
nounced, as Colonel Garnett affects to think, any 
new or imperfectly tried principle. I therefore/pass 
by, as not relevant to our discussion, his list of rail- 
ways having stationary assistant engines. Nearti 
twenty years since, in common with other engi- 
neers, | thought them deserving examination, and 
visited those at the north forthat purpose. I 
no railway here in Virginia on which the 
has exceeded 70 feet to the mile, except.one of Col. 
Garneti’s—the Greensville and Gaston—where the 
grade is 92 feet per mile for about 1 mile. Here 
the trains used to be, and are still in all probabili- 
ty, propelled by successive operations to a tempo- 
rary depot gt the head of the plain. I presume an 
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assistant engine of the requisite force was not used 
because the traflic was not sufficiently active to 
keep it at full work. 

One eminently practical and experienced engi- 
neer, Mr, Latrobe, of the Baltimore and Qhio rail- 

‘oad, has not scrupled, in obedience to the convic- 
tions effected by these English—(not Yankee) ex- 
riments—to embrace in the space of 62} miles, 

# miles continuous gradients of from 5 to 10 
miles each, with a rate of grade varying from 100 
to 116 feet per mile. 

Col. Garnett asks, “ would not every man sup- 
pose that Mr. Shaw had intended giving a fair 
comparison of the grades on the two lines connect- 
ing Richmond with the mouth of Greebbrier ?” 
He then makes sundry statements in regard to the 


grades between Staunton and Covingwn. and onf 


the Blue Ridge railroad, calculated to draw the 
public aside from considering the proposition made 
to him twice before, tnd which I here repeat, to 
compare the profiles on both lines, and to equate 
the distances according—to use his own language 
again—"‘to the rule generally used for assigning 
to a certain amount of ascents and descents on a 
road their equivalent io distance.” If he wishes to 
establish the superiority in grade of his road, he 
must accept this issue, or stand before the commu- 
nity the defeated party. 

never pretended to make this “fair compari- 
son” as alleged against me between the Virginia 
and Tennessee and the Central roads throughout; 
l mtg invited Col. Garnett to do so—believing, as 
I still do, from a good general knowledge of both 
lines, that the Central railroad is the better line ol 
the two even to Richmond. 

i did not make such comparisons as demonstrate 

~ that, even were the Virginia ard Tennessee better 
in grade, the whole western travelling towards 
‘Washington and Baltimore would prefer the Cen- 
tral line; and such moreover as show that in con- 
nection with the James River canal, the Coving- 
ton and Ohio railroad will effecwually deprive the 
Virginia and Tennessee railroad of the tonnage 
traffic. I trust I need not repat that argument. It 
is before the public in another document. 

The Colonel concludes his article by a little 
flourish regarding the “curse” inflicted on the 
country by the Yankee pioneers in railways, in the 
adoption of the narrow gauge cf 4 feet 8} inches, 
instead of that proposed by himself of 5 fect. 

If the question had been, as in England, between 
gauges ot 4 feet 84 inches and 7 feet, it might have 
seemed (as it docs not now) to be worth due inqui- 
try. Those who have examined this gauge ques- 
tion will be at a loss te perceive any advantage in 
the little difference of 34 inches—except it be to 
subject to a break of gauge, any connecting line, 
(the Central, for instance, at the mouth of Green- 
brier,) and thereby create an inducement to take an 
otherwise disadvantageous line like the Virginia 
and Tennessee. 

Is Col. Garnett not aware of the decision of the 
Gauge Committee in favor of the “ narrow gauge” 
of 4 feet 94 inches, in the controversy of Stephen- 
son and Brunel. The former, the greatest of liv 
ing engineers, persists in inflicting on his country 

. the curse which Col. Garnett, with such patriotic 
zeal, deprecates for poor old Virginia. 1f Col. Gar- 
nett wishes to revive, in this country, the question 
which certainly was not settled according to his 
views in England, and thinks the difference of 34 
inches worth a controversy, [ »m prepared to en. 
gage in it, and to show that uniformity of gauge is 
much more important. I adopt the views express- 
ed in that facetious publication, the “ Dialogue of 
the Gauges,” and ain content to bear all the stig- 
ma of sympathy, on this question, with ‘ Yankees,’ 
and with the architect of that triumph of mcdern 
art, the Britannia Tubular Bridge. 

I hope I shall not be deemed by Col. Garnett, to 
have departed from the courteous mode of discus- 
sion which he has, in accordance with his known 
disposition, prescribed to himself, and that nothing 
herein may be considered to detract {rom the high 
consideration in which he is held, both profession- 
ally as a gentlemen, by Cuas. B. Suaw. 

Richmond, Jan, 22, 1852. 





: Ohio Canals 
* "The Ohio canals are to be opened on 


the 20th 





Pittsburg and Cincinnati Railway, 

_ Several days since we published a commanica- 
tion on the subject of the above named important 
enterprise, Which, we doubt not, attracted the at- 
tention of many of our intelligent readers, whose 
minds are ever awake to the means of extending 
the railway connections of Philadelphia with the 
Great West. The State of Ohio, already the third 
in the Union in population and wealth, is fast se 
curing to herself the glory and advantage of being 
par excellence, the railway State of the Mississippi 
Valley; and every new link in the grand chain 
work of improvement, with which she is being co- 
vered, has an interest for us in this city, as it has 
for our friends and rivals in the Empire emporium. 
This is especially true of the Pittsburg and Cincin- 
nati undertaking, which recommends itself with 
peculiar force to our favorable consideration; and 
we deem ourselves justified in extracting upon our 
first page a brief account of it from the pen of C. 
Anthony, Esq., the president of the company, which 
we find in a pamphlet recently issued from the Ga 
zette office, in Springfield. Mr. Anthony is now in 
this city endeavoring to give a proper direction to 
the friendly appreciation of our men of public 
spirit, in which, although.the particular time is not 
so auspicious as it ought to be, we trust that he will 
meet with the fullest success, 

Mr. Anthony’s account is sufficiently explicit to 
supersede the necessity of any detailed description 
on our part; but a recapitu'atory view may assist 
some of our readeis in forming a judgment in the 
matter. The Pittsburg and Cincinnati railroad, as 
surveyed and located, is one hundred and ten miles 
in length, extending from Springfield, through 
Marysville, Delaware, and Mount Vernon, to Lou- 
donville. Loudonville, it will be remembered, is 
on the line of the Ohio and Bennsylvania railroad, 
one hundred and filty-two miles west of Pittsburg ; 


such activity as perhaps to make the same day 
Witness the opening of the Ohio and Pennsylvania 
railroad to Loudonville and the completion of a 
direct and perfect railway connection between 
Philadelphia and Cincinnati. It will be, as Mr. 
Anthony remarks, but twenty-five hours railroad 
distance between the two cities. — Phil. N. Ameri- 
can. 





Ohio Central Railroad. 

Below we give the recent circular of the Presi- 
dent of the above company addressed to their 
Trustee in this city :— 

New York, Feb. 10, 1852. 


Dear Sir—I have much satisfaction in saying 
that on the 26th ult. we opened, for trade and tra- 
vel, so much of our road as lies between Zanes- 
ville and Newark, a distance of 254 miles. Of the 
remainder of the line to Columbus—33 miles—we 
have about two-thirds of the whole distance now 
ready for the cross-ties and rail; and by the month 
of June next, we trust to be in full connection with 
the railways at Columbus. 

In the construction of our road, a just apprecia- 
tion of its importance has induced us to spare no 
pains to make it a first-class road. Whilst we have 
done nothing for mere ornament, we have, in no 
case, sacrificed durability to temporary expedients. 

Upon the whole line, from Zanesville to New- 
ark, we have placed a full bedding, fifteen inches 
in depth, of clean gravel and sand; thereby not on- 
ly making our road bed more permanent in itself, 
but by the facility with which the track can be 
kept in adjustment, providing for the lowest scale 
of wear and tear of machinery. Our bridges are 
all of Howe’s patent—a plan so far approved as to 
be adopted even upon the great Russian railway 
between St. Petersburgh and Moscow. Our ma- 





and Springfield is already connected by railroad 
with Cincinnati, eighty-four miles distant. ‘The 
whole distance from Pittsburg to Cincinnati by the 
route is, therefore, three hundred and forty-six 
miles; making, with the Pennsylvania railioad, 2 
totai distance between Cincinnati and Philadelphia 
ot seven hundred miles. We need not say how 
much shorter this route is than any New York en- 
joys, or can ever possess, to the Queen City of the 
West. The shortest route, in fact, that New York- 
ers cculd take, supposing the whole line complet- 
ed, would be by way of Philadelphia and the Penn- 
sylvania railroad; which would give the former 
all the advantages of the ninety-four miles which 
separate New York from Philadelphia. The dis- 
advantage of the former would be more than twice 
as great, if confined tothe long and circuitous route 
by the Erie railroad and Lake Erie. 

The Pittsburg and Cincinnati railroad—which 
from the circumstance ot its tracing, as will be seen 
by reference to a map, hypothenuse lines to two 
railroad angles, the apices of which are respective- 
ly at Mansfield and Columbus, and thus cutting off 
considerable distances both to Cleveland and to 
Pittsburg, has gained the name of the cut-off Jine— 
is not a mere project, but an enterprise actually 
commenced and in progress, with every promise of 
being brought to an early completion. The first 
steps were taken less than a year ago; and already, 
we believe, nearly fifty miles, from Springfield to 
Delaware, (where the Jine connects with the Cleve- 
land and Columbus road,) are under contract; and 
it is the aim of the managers, and their intention, 
shoukl the means of the company warrant it, to 
place the whole remaining portion to Loudonville 
under contract early in the coming season. 

As regards the estimates and financial capabili- 
ties of the company, it appears that the computed 
cost of the road is only about sixteen thousand dol- 
Jars a mile; and we are informed that in addition 
to the four hundred and twenty-thousand dollars 
of public subscriptions referred to in Mr. Anthony’s 
paper, the company has guarantees of four hundred 
thousand more in Cincinnati and Pittsburg. It 
Philadelphia feels, or understands, her interest suf- 
ficiently in the matter to bestow aid no greater 
even than will be extended by each of the Western 
cities, so far her inferiors in wealih and ability, the 
Pittsbury and Cincinnati railroad will become im- 
mediately a fixed fact ; and under the wise councils 
and energetic spirit which have already given it so 





prox. 





stpong an impulse, it will be*pushed torwam with 





sonry is the admiration of builders, and is made of 
imperishable materials. 

It is not the least gratifying part of our work 
that we are accomplishing it wi/hin our estimates. 
The net cnst will not exceed what we have hereto- 
fore stated to you. The gross cost of the whole 
line from West Zanesville to Columbus—a dis- 
tance of 584 miles—(including about 70 acres of 
land for depots and machine shops in different 
places, and worth $50,000) and also including cost 
of right of way, and about $70,000 worth of ma- 
chinery, will not, 1 trust, exceed $980,000. This 
estimate covers also discount upon bonds, interest, 
and commissions for the purchase of rail. 

The traffic of the road between Zanesville and 
Newark is much greater than we expected on so 
short a line, and with incomplete connections, as it 
is. At Newark we meet the ‘Newark, Mansfield 
and Sandusky railroad, leading to Sandusky city 
upon Lake Erie. With that road interchanges of 
treight are already being made, of much interest to 
both parties, although there is, as yet, a gap of some 
eighty rods between the two roads, which has to 
be supplied by drayage. 

The much shorter distance upon which stage 
coaches need be used upon the Pennsylvania route, 
has, for the present, diverted the through travel 
trom the National road to the circuitous route by 
Cleveland and Pittsburg; and accordingly our re- 
liance had to be upon local support alone. We 
had made no ceremonious opening of our road, 
and in consequence of some negotiations on foot 
with the Post Office Department for the transpor- 
tation of mails, we had made no publication ot our 
time schedule, and yet, within a week of our open- 
ing, our list of passengers was from eighty to one 
hundred daily, and we had more freight offering 
than we had cars to accommodate. Our superin- 
tendent has already made a requisition for more 
machinery, both locomotives and cars. 

You are aware that we have been confident of a 
large benefit accruing to the western division of 
our road by the control which it must have over 
the coal trade. 

There are two great coal fields in the valley otf 
the Mississppi, one in the eastern slope of the val- 
ley, and the other intersected nearly midwise by 
the Mississippi river. Zanesville is upon the wes- 
tern rim of the eastern field; between ‘which and 
the eastern rim of the western field an interval of 
270 miles occurs. Half of the intermediate coun~- 
try, or a belt of 135 miles, by 120, will be supplied 
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by the Central Ohio road and its connections. This 
belt, to say nothing of the northwestern demand. 
for domestic use, for manufacturing establishments 
and for lake steamers touching at Sandusky and 
Toledo, covers, in the direct line of the road, the 
populous and thriving towns and cities of Newark, 
Columbus, Springfield, and Dayton. These plac- 
es heretofore have been supplied by river and ca- 
nal transportation; but the high prices sustained 
during the present winter, varying from 10 to 18 
cents per bushel of 70 pounds, are evidence that 
the old modes of transport will not be sufficient to 
keep pace with a rapidly increasing population, 
and still more rapid increase of consumption. 

Our heretofore estimate of the value of the coal 
trade was predicated upon direct access to the mines, 
by which cartage and handling (a very important 
part of the cost of coal) would be saved; but such 
has been the demand for this indispensable article 
at Newark and along the whole line of the Newark, 
Mansfield and Sandusky railroad, that every car 
which we could spare for the purpose has been 
brought into requisition; and coal has been carted 
three miles to our temporary terminus in West 
Zanesville, paying toll also acrossthe Muskingum 
river, for the purpose of supplying the demand, even 
under the necessity of carting it the second time, 
from our road to the other. 

If anything were previously needed, these facts 
amply sustain the estimate heretofore made of the 
value of this coal traffic. 

In this connection a few figures will show the in- 
fluence which our road is to work upon the coal 
trade, and by necessary re-action, powerfully and 
favorably affecting the revenues of the western di- 
vision of our work. 

COAL TRADE, 


At what prices 


Present will be deliver- Save to con- 


prices. edby C.O.R.R. sumer. 
Cents. Cents, Cents, per bu. 
At Newark...10 43 : 5} 
* Columbus.18 7 11 
* Springfield18 9 9 
“ Dayton. ..18 ll 7 


It is not too rauch to assume that the coal trade 
alone will furnish to the western division ot our 
road a nett income of not less than 6 per cent upon 
the cost. 

When you take, in connection with this position, 
the fact that the road passes through a country as 
rich in agricultural resources and capabilities as 
any in the world, with a population already of 
from 50 to 70 to the square mile, you may assure 
our friends of the happiest results from the enter- 
prise. 

The eastern division of our road, extending from 
Zanesville to Wheeling, has been located upon fa- 
vorable ground in a chained distance of a fraction 
less than 82 miles. We hope to place the entire 
line in the hands of contractors by Ist of April next 
At Wheeling we shall meet the Baltimore and Ohio 
railroad complele in January next, and also the 
Hempfield railroad leading directly to Philadelphia, 
in process of construction, When these connec- 
tions shal! be made, furnishing the shortest route 
between New York and Philadelphia in the East, 
and Cincinnati and St. Louis in the West, we 
shall look upon our great road with no ordinary 
feelings of pride, 

Very respectfully, 
J. H. Sutrtvan, 
Prest. Central O.R. R. Co. 





New York. 

Canandaigua Railroad.—It is stated that a con- 
tract for the construction of this road has been 
made with Messrs. King, Steinfieldt & Co., well 
known contractors, to build and equip this road.— 
We understand that the necessary stock has been 


subscribed, and that an agent has gone to England’ 


to purchase the iron. 

Buffalo and State Line Railroad.—This import- 
ant line of road has been completed, so that the 
Central line in this State, as well as the Erie, will, 


in a few months, be in connection with the rail |” 


roads of Ohio, - 


The Eight-Wheel Ratiway Car. 

Many of our readers will recollect that a ver- 
lict was rendered at Canandaigua, in Jaly, 1850, 
in favor of Ross Winans, against the Schenectady 
and Troy railrcad company, for violation of the 
rights secured to him by letters patent for an in- 
vention known as the “eight-wheel railway car.” 

It appears that the railroad company, in connec- 
tion with others in this State, were not disposed to 
submit to this verdict, and made an appeal for a 
new trial. The motion was fully argued before a 
full bench of the United States Circuit Court, and 
after due deliberation was denied, Mr. Justice 
Nelson filing an opinion in which the following 
occurs :— 

“T have examined the various grounds pre- 
sented by the counsel for the defendants on the 
motion for a new trial, and after the fullest con- 
sideration, am of an opinion the motion must be 
denied :— y 

“ His claim (the patentee’s) is for the car itself, 
constructed and arranged as described in his pat- 
ent. This, I think, is the clear meaning of the 
specification, and of the claim as pointed out in it; 
proving, therefore, that parts of the arrangement 
and construction, which were before known, 
amounted to nothing. The question was, whe- 
ther or not, cars or carriages for running on rail- 
roads, as a whole substantially like the one des- 
cribed in the patent, had been before known or in 
public use, not whether certain parts were, or were 
not, substantially similar. The result of the en- 
tire arrangement and adjustment of the several 
parts described, namely :—the railroad car complete 
and fit for wse, is the thing pointed out and claimed 
as new. This is the view taken by the Chief Jus- 
tice of the patent, in the case of the present plain- 
tiff against the ‘Newcastle and Frenchtown rail- 
road company,’ tried before him in the Maryiand 
Circuit, and which construction was adopted by the 
Judge in the trial of this case.” ) 

“II. The questions of originality and of in- 
fringement were questions of tact, depending up- 
on the evidence, and were properly submitted to 
the Jury. We think the weight of it decidedly 
with the verdict. Upon the whole, after a careful 
examination of the case, and of all the points made 
by the defendants on the argument, many of which 
have been noticed above, we are satisfied that the 
verdict is right, and that a new trial should be de- 
nied.” : P 

The company then moved for “ writ of error” 
to the Supreme Court of the United States, on 
written briefs filed by D. Buel, Jr., and S. Ste- 
vens, Esq., for the company, and J. A. Spencer, 
Esq., for the plaintiff, which was decided at 
Washington, Jan. 24th, 1852, NEGATIVELY, thus 
closing the case in favor of the plaintiff, and 
against the company, alter five year’s litigation. 

Counsel for the plaintiff thea moved the Court 
at its late session in this city, for an injunction to 
restrain the defendants from further violating his 
rights, upon which the following rule was directed 
to be entered: — 

“ Circuit Court of the United States, Northern 
District of New York.—Ross Winans versus the 
Schenectady and Troy railroad company. In equi- 
ty, Jan. 29th 1852,—On reading and filing the bill 
of complaint in the above entitled suit, and the af- 
fidavids connected therewith, and admission of ser- 
vice of the same notice for an injunction, on mo- 
tion of Jushua A. Spencer, Esq., of counsel for the 
complainant, and alter hearing David Buel, Jr., 
and Bamoel Stevens, Esqs., of counsel for the de- 
fendants, it is ordered—That an injunction issue 
out of, and under the seal-of this Court, directed to 
the defendants, the Schenectady and Troy railroad 
company, its officers and agents, restiaining them 
from using or putting in practice the cars or car- 
riages constructed in the improved mode secured 
to the complainant by the letters patent mentioned 
in his bill of complaint, upon the railroad of the 
detendants; and from making, or causing to be 
made, or vending to others to be used, the said im- 
proved cars or carriages, substantially the same in 
construction and mode of operation as the said cars 
or carriages invented by the complainant,_ and 
patented by him, as stated in the said bill of com- 


aint. 
-[Avcopy.] A. A: Bovce, Clerk.” 
Upon which the Schenectady and Troy. railroad, 








com has compensaied the for viota- 
tion Pf his patented rights, and has also bought of 
him a license for the use of the invention on their 
railroad during the remainder of the patent term. 

Ross Winans, having been successful in each 
instance before the proper tribunals against his 
powerful opponents, it isnot too much to expect 
that his rights will now be respected, and that he 
will be permitted either to have the exclusive use 
of his great invention, or that he will be cheer- 
fully paid a moderate compensation for the use of 
it. 





New Railroad into the Tennessee Valley: 

We copy the following from the Charleston 
Mercury, in reference to the proposed extension of 
the South Carolina railroads into the Valley of 
the Tennessee river. 

The Georgia Legislature has rejected every pro- 
position to aid the removal of the objections to in- 
tercourse at Augusta, A last attempt was made on 
Monday, but it failed by a very decisive majority. 
It is for the interest of Savannah that this “ Chinese 
Wall” should be kept up, and Augasta allows her- 
self to be made the instrument for effecting the sel- 
fish purposes of the former. In due time Augusta 
will learn that Savannah aims as directly and far 
more fatally at her own prosperity than at that of 
Charleston, and she will be ready to make conces- 
sions when they will have lost not only all their 
grace; butperhaps all their value. For the present 
it is useless to expect anything from that quarter. 
Bat the road tothe West is not therefore barred alto- 
gether, because it is obstructed at Augusta, anda new 
channel of communication has already been mark- 
ed out, which is likely to gain public favor just in 
proportion as it isexamined. The Columbia and 
Greenville railroad divides in Abbeville District 
one branch running to Greenville, and the other 
which is a more direct continuation of the main 
trunk, ranning to Anderson. From this road it is 
proposed toopen a road to Knoxville in Tennessee, 
The route we understand is very practicable. It 
passes through the North-eastern corner of Georgia, 
strikes the course of the Little Tennessee river, 
which it follows to near its mouth, and by the wa 
of Maryville reaches Knoxville. From this, a 
already chartered and the construction of which in 
no long time is certain, would connect Chatleston 
with Lexington in Kentucky, and from there a 
railroad is already constructed to Cincinnati, thus 
connecting us with the whole Northwest. Towards 
the South, a braach of no great length woald con- 
nect with the Nashville railroad, and the Memphis 
and Charleston railroad at Chattanooga. 

There is nothing chimerical about this plan.— 
We have conversed with intelligent gentlemen from 
East Tennessee, who express entire confidence in 
its practicability ; who assure us that the people on 
that side are alive to its importance, and ready to 
do their best to carry it out, and that it only needs 
the concurrence of the people of this State to make 
it very shortly a substantial reality. The region 
immediately opened by th road to Knoxvilleis, of 
itself, of great inteiest. Its agricu‘tural resources 
are great; it aboundsin mineral wealth; and, with 
almost illimitable water-power, it is fast becoming 
a great manufacturing country. Add to all these 
immediate sources of support, the ease with which 
the most extensive and beneficial communications 
can be opened from it into Kentucky, and by Chat. 
tanooga into the whole South west; and it is nottoo 
much to say, that the completion of this route is 
one of the noblest and most inviting enterprises 
ever Offered to the people of this State. We can 


thus settle the question of the bridge over the Sa-" 


vannah river to our own satisfaction at least, if not 
to that of Augusta; and we see no other way of 


<ettling it which will be half as easy, or a tenth 


part as profitable. 





North Carolina Railroad. 

The Raleigh Standard states that the President 
of this company has been authorized ton 
for the purchase of iron for the road, and lay the 
result of his inquiries before the next meeting; or, 
if he think it best, to conclude a contract of pur- 
fect long, and weighing sizty pounds ts the yesd 
eet-long, weighing to the yar 
He was also authorized to purchase two twenty 


? 







































The work on the line of the road is in a rapid state 
of progress, and its condition is as flattering as 
the most sanguine of its friends could have antici. 


2 
American Railroad Journal. 





Saturday, February 21, 1852. 








Government aid to Railroads. 

We published last week the circular of General 
Green, inviting railroad companies to meet in 
convention at Washington, on the first of March 
next, for the purpose of presenting some plan tose- 
cure Government aid to our new railroad projects. 
As svon as railroads are opened they immediately 
become the carriers of the Government mails, at 
stipulated rates. General Green urges that as the 
Government in all cases use railroads, there can be 
no objection to issuing government scrip to rail- 
roads, the interest on which to be equal to the sum 
now paid by contract. This would give to first 
class roads, at an interest of 6 per cent., $5,000 per 
mile; more than sufficient to purchase the iron 
fora road. If the above project could be carried 
out, and we can see no objection to it, it would ex- 
ert an incalculable influence upon the prosperity, 
not only of railroads, but the whole country. We 
commend this subject to the attention of railroad 
companies. We hope they will be fully repre- 
sented at the convention. To new companies that 
are struggling under the magnitude of their pro- 
jects, it would at once give vilality and life. The 
plan, if adopted, would not only effect a vast saving 
to the Government, but to railroad companies, by 
relieving them of the ruinous shaves to which they 
are now subjected, to provide means to carry for- 
ward their works. 


Eight Wheel Car Case. 

We call attention to the notice in our columns 
of the settlement in favor of the patentee, Mr. Ross 
Winans, of a long-pending controversy which has 
excited much interest in this quarter among rail- 
road men. 

The invention is of great utility, as proved by its 
general adoption, and exclusive use for passengers 
on American railroads. Itis one of the many fruits 
of American ingenuity, and it is contended by en- 
gineers that our railroads could not be constructed 
at present rates per mile, and be worked at the re- 
quired rates of speed, without the use of the Eicut 
Wueew Car, 








Vermont 
Passumpsic Railroad.—A circular to the stock- 
holders of the Connecticut and Passumpsic rail- 
roads, just sent out, furnishes the following state- 
ments: The capital stock ot the company, appli- 
cable to construction, is as follows: 
10,976 shares of stock... ea 


Bonds 
———— 1,647,600 00 
Construction to Wells river 40 miles$1,149,623 77 
_ to St. Johnsbury, 203“. 538,424 18 
Extra for cars and engines......... 53,468 20 
Contingent ........ sees cess veveees 4,000 00 


Wet nik nis ness viene t080 snes voce ance $1,745,516 15 
The road from White river Junction to St. Jobns- 
bury is. 603 miles long, with the side tracks and 
branches equal to more than five in length. The 
cost of the equipment of cars and engines amounts 
to $165,602. The entire cost of the road (603 miles] 
isa fraction short of $29,000 a.-mile, which includes 
‘vuilldings, offices, equipment, etc., and also the ac- 
count of interest paid to stockholders, [about $42,- 





ton locomotives, with a set of freight cars for each. |000,] prior to the comme 








nings’ 
account, Dec. 1, 1848, and the interest paid for loans 
and renewals to the present time. 





Indiana, 

Kosciusko, Elkhart and Miami Railroad.—A pre- 
liminary survey of the route of this proposed road, 
which is to extend from Goshen to Peru, has been 
completed, The distance is 62} miles. The route 
is an extremely favorable one in every respect, and 
runs through a beautiful country. 

The company propose to put the first divisicn of 
the road, extending from Goshen to Warsaw, a 
distance of 25 miles, under contract at once, and 
express a determination to have this portion of it 
in operation by the first of January, 1853. 

At Goshen, the road will connect with the Indi- 
ana Northern road; at Peru, with the Peru and 
Indianapolis railroad; thus forming a part of a 
direct line of railroad through the State, trom north 
tosouth. At Peru it will also connect with the 
Erie and Wabash canal. 

The country traversed by the proposed road, 
though newly settled, is one of great fertility, and 
already furnishes a large amount of surplus pro- 
duce for exportation. The route is a very cheap 
one, and the project we should judge to be within 
the capacity of the people upon its line, with such 
aid as they may reasonably expect from abread.— 
We hope to see the determination expressed by the 
directors carried into practice, and the road com- 
menced at once. 





Railroad Decision. 

In the suit of Kennard vs. the New Jersey rail- 
road company, a verdict has been given to the 
plaintiff of $2,500. Mr. Kennard was sitting in 
the cars with his arm out of the window, which was 
broken above the elbow by coming in contact with 
a bridge. The bridge was of the ordinary width. 
The Judge decided that a railway company was li- 
able for all such accidents as arose from the con- 
struction of the road or its connections; that care- 
lessness un the part of travellers was no defence ; 
and that a notice posted up that no traveller shall 
put his head or arms out of the window, furnished 
no defence, because it may not and often cannot be 
read by passengers. Wehave some doubts of the 
correctness of a decision which punishes the com- 
pany for the carelessness of the traveller. 





Southwestern Railroad. 

The great Southwestern convention which was 
recently held at New Orleans, adjourned to meet 
at Jackson, Miss., on the 12th inst. It was well 
represented, and continued in session three days.— 
The most important proceeding of the convention 
was the adoption of a resolution in favor of ex- 
tending the New Orleans and Jackson railroad 
from Jackson north to the State line through the 
most central and practicable route, so as to unite 
with such road and roads as may be projected 
thence, and designed to connect Nashville, Ten- 
nessee, with any great central railroad improve- 
ment through Mississippi, connecting Nashville 
and New Orleans. 





New Jersey. 

The bill before the New Jersey House of As- 
sembly, to charter a railroad from Keyport to Cam- 
den, opposite Philadelphia, has been defeated, 
owing it is said, to the chartered rights, claimed by 
the Camden and Amboy railroad company. 

The Morris and Essex extension from Dover to 
Hacketstown, as will be seen by an advertisement 
in another column, is te be plaged upder capiract 





in a few days. 








Cast Iron Tires for Locomotives. 

We invite attention to the advertisement of Cast 
Iron Locomotive Tires for freight engines, by Mr. 
L. B. Tyng of Lowell, Mass. The cast tire has 
been in use many years upon some of our leading 
roads, and has given entire satisfaction wherever 
tried. The testimonials of Mr. Parker of the Bal. 
and Ohio road, and Mr. Trimble of the Phil., Wil. 
and Baltimore road, may be regarded as full and 
satisfactory proof of the value of the improvement. 
If cast iron can be used instead of wrought, for 
tires, the saving to be effected will be at once ap- 
preciated by every railroad man. 

We alse invite attention to Mr. Tyng’s method 
of applying wrought iron tires to passenger engines. 
There can be no doubt in our minds that the present 
mode of shrinking them on, is objectionable every 
way. In numerous cases the tension is so great 
as to part the tire. In all, it seriously impairs its 
strength, and in consequence causes it to wear 
much faster than it otherwise would. 

The ease with which the slip tire can be applied 
and removed is another strong reason for its use. 

We call attention to the letter of Mr. Latrobe of 
the Baltimore and Ohio railroad, whose opinion 
upon every subject is sure to command attention 
and respect. 





Ohio. 

Cleveland and Mahoning Railroad.—lIt is stated 
that about $300,000 have been subscribed to the 
stock of the proposed Cleveland and Mahoning 
railroad. This road will be about 80 miles long, 
and connects with the Ohio and Pennsylvania road 
at Enon Valley. 


The Board of Public Works of Ohio have fixed 


the rates of toll on the Ohio canal for the current 
year. Upon many of the leading articles reduc- 
tions have been made. In 1851 the through toll 
upon flour was 2ic, 6m., and in the same propor- 
tion of $1 per 1,000 1b. upon Pork, Beef and wheat. 
Under the new rates Flour, Beef, Pork and Whis- 
ky pays 8c. per cwt., or Flour 17c. 2m per bbl.— 
Wheat 133 miles or over, 4c, 8m. per bushel; 
Corn, 120 miles or over, 3c. 3m. On Salt, not of 
Ohio manufacture, a reduction of 12c. per bbl. is 
made, and it now pays 18c. per bbl. for any dis- 
tance over 100 miles. The tolls upon Fish and 
Lime are reduced in a similar proportion with 
those on Salt. 





Indiana Northern Kailroad. 

The extension of the Indiana Northern railroad 
to Chicago, has been completed, leaving but eleven 
miles of unfinished track. This distance is over 
a plank road, and the trip from Chicago to Toledo 
can be now made by daylight. 





. Wisconsin. 

Milwaukee and Mississippi Railroad.—The fol- 
lowing gentlemen have been chosen directors of 
this road for the current year, viz: John H. Twee- 
dy, Alex. Mitchell, George H. Walker, E. B. Wol- 
cott, J. Kneeland, Anson Eldred, E. D. Holtoa, J. 
Catlin, S. C. Hall, Joshua Cobb, A. E. Ray, D. L. 
Mills, L. Stoughton, W. A. Barstow. 





: Mississippi. 

Canton .and Jackson Railroad.—The American 
Citizen announces the fact, that the entire road is 
under contract for grading. Messrs. Shackiford & 
Latimer have taken about four miles; Whitehead 
& McKee seven and a half miles, and Parker & 
Wiliis twelve miles, making the entire distance. 
The contractors are ali responsible gentlemen, and 
the work will be pushed forward with dispatch. 
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Stock and Money Market. 

Money continues easy on call, and is abundant 
in the ordinary business channels, In the stock 
market, after receding considerably during the lat- 
ter pact of the last, and the beginning of tke pres- 
ent week, is again improving. A periodical 
“ spring” rise is always looked for among the fan- 
cy stocks, which affects by sympathy, all other se- 
curities, The inflation has not been so great the 
present as during the past year. While money 
has been atundant, the feeling of distrust as to the 
result of the large shipments of specie, have had 
an effect to discourage speculation. In addition to 
this reason, some of the leading stocks do not stand 
so well in public estimation, as ata corresponding 
period of the past year, which has depressed the 
general tone of the market. The first class secu- 
rities continue to command a high price. 

In railroad bonds, which are now a leading arti- 
cle-of commerce, a fair business is doing. Those 
of western roads are fast becoming the favorite se- 
curities in this market. Monied men are begin- 
ning to be conviced that western roads are to be 
our best paying lines, and the great success that 
has followed the opening of the few roads in that 
section, has done much to confirm this opinion.— 
The result has been to cause the convertible bonds 
of such roads as the Cleveland and Oolumbus, 
Cleveland and Pittsburg, Xenia and Columbus, 
the little Miami, and others of that class, to be ta- 
ken at once from the market. Those who pur- 
chased these boads when they were first offered for 
sale have realized a very handsome sum on their 
advance. Most of the purchasers still hold them 
for the purposes of conversion. Bonds of the class 
of roads to which we have alluded, are very scarce 
at prices not much below par. The same will be 
the case of all strong and well managed projects. 
Those who can get such securities on the eve of 
the opening of the road, at 85, and who will hold 
them for one year, will in all probability realize at 
from 8 to 10 per cent advance, it they wish to se!) 
again. The convertitle clause is looked upon as 
adding largely to the value of the security, which 
is a pretty good evidence of the estimate which is 
put upon the productiveness of our western rail- 
roads, 

As a general rule, we can say to our railroad 
friends, that money can be had fer all new works 
that deserve credit. For instance, if a company 
in Ohio, whose road is estimated to cost $1,000,000, 
can put into the concern $500,000 of domestic 
means, there wil] be no difficulty whatever in bor- 
rowing in this market the balance, at what may be 
termed fair rates, say 85 cents on the dollar. The 
difficulty in the way of negotiations at the present 
time is not the wané of money, but of sufficient se- 
curity upon which to base aloan. If, where a 
road costs only $15,000 per mile, the people on its 
line cannot furnish one-half of the means, we sug- 
gest that they dre too early with the project.— 
Where their means do not come up to the standard 
required, the route weuld not probably furnish 
sufficient business to give the railroad profitable 
employment. If railroad companies will only do 
what they should at home, they will find no diffi- 
culty in their negotiations here. If they can tur- 
nish half the capital required, they can easily bor- 
row the other moiety. If they cannot do this, they 
may as well stay at home. 

There are a large number of county bonds offer. 
ing, with considerable-sales. The greater part of 
those that have come into the market, gre from 
Ohio. They are regarded with favor, though the 


questions that have arisen in reference to the con- 
stitutionality of the issues may interfere with their 
sales. We presume, however, no one doubts that 
they will be sustained. In Kentucky, this question 
has been forever put to rest by the decision of the 
Court of Appeals. A few of the bonds of the coun- 
ties of Mason, Bourbon and Fayette have come in- 
to market since that question has been disposed of, 
and they will meet, we have no doubt, with a rea- 
dy sale. There are no better securities than these 
of the Kentucky counties. 

The following are the prices realized ata public 
sale of railroad stocks during the past week by Mr. 
Simeon Draper, viz: 

10,000 U. S. Gs, 1868... 20... eee ceee wees 


9O:G00 U.S; Ge 1B i vice cciiiac'e dase dcciss BiG 
13,000 N. Y. State Gs, 1862........ ce00 eee. 1104 
15,000 N. Y. city Je, 1863... ccc cove cccece 1003 
5,000 Kentucky Gs, 1871 .... 20. cece coves 1063 

1 bond $1,000 Ohio Central R.R........ 87 

54 shares Patterson and Hudson R.R..... 96 

57 shares Patterson and Ramapo R.R.... 78 

50 shares Hartford and New Haven R.R.123 


The receipts of the Michigan Central railroad 
for January, despite the interruption of the business 
during half the month, were equal to those of Jan- 





uary 1851. The figures are: 

GEE sdencnikeces ses indi dd atmnads $13,296 04 
Passengers.......+. gone 9000 6eep neces 11,837 29 
Webs cnc. cdee edd Sess Sedei der ieetes $25,134 23 
January 1851 .... .c0e cece eee ceceees 20,103 36 


The receipts for mails, etc., are not included. 
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U. &. B's, 1888 2000 cece voce cece cece ccce cons l lg 
U. S. 6's, 1856......264- edulsude ose sees vec IOG§ 
U. 8. G's, 18GB 2... ccce cece cece cece aaueidets 111 
U. S. 6’s, 1862—coupon .... 0.2. eee coos cece 113 
U. S. 6's, 1867... ..cccce ccs cece cove coce cccekl 
U-8. Ge, 1808 2.0... ccce cece cece cece cscs cece llG 
U. S. 6’s, 1868—coupon...........- edesiessl®® 


Indtamie Mews cs seen ct ciicdecsd- cove rwenesdss st SM 
Dime Be oon o:cccant0 4. c0hsjecee cnasiene eee 
Alabama QB... ccs cece cocccccccce eee.eaes 43 
Alabama 6’s—Canal loan.... ......seeeees- 
Alabama 5’s—Canai preferred.............. 4 
[llinois 6’s, 1847.......4+ sees ert eee 
Dhinoie Gai Riereth sec cede ospecrnovensces 
Kentucky 6’s, 1871.... .... eeeeeeeess 
Massachusetts sterling 5’s.... 0.2 cece ee wees 1054 
Massachusetts 5’s, 1859......... A 
Maine @’s; 1855 00. ices cids cbse sdsticccsccc dD 


Maryland 6’s.... .... cseeee cone darters etna 102} 
Michigan... ..00 cee cece cece cece cece cone 
waa wae tn de. n666. G00p bOSe ceesseses cane cg 
New York 6’s, 1854-5 ....... cece ee ween 002 103 
New York 6’s, 18: 0-’61-’62.... 0... 20022-22110 
New York 6’s, 1864-’65..., ......c0eeeees ooo L1G 


New York 6's, § y., 1866... 2... 2.06 seen couse —_— 
PU ROU GEM FO OE once ccce seas scancce 


New York 5}’s, 1865.2... 2... .000 ccoe sees. 106 
New York 5’s, 1854-55 .... 2... 0.2. ete cease 
New York 5’s, 1858-’60-62............. «+1003 
New York 5’s, 1866....... eit taunted — 
New York 4}’s, 1858-59 ’64........ 2.20.20. 97 


Canal certificates, 6’s, 1861 ........ 020 eee 
Ohio 6’s, 1856. .... eeee eeee eee ete sdusdeeslee 


Ohio 68, 1860... 20. cece cece ee seweee sees LOGS 
Ohio 6’s, 1870........ 404 poac.cecy cncncgensl ie 
QD WU, BRB ccc cccs cece cove coce.cens oscceneen 
Qhio 5's, 1865 3. ..ce. 5 es ieee eee ede 00 e 1044 


Ohio 7's, 1861 5. cesses eeee reer ee ee eeee +2100 
Pennsylvania. 5'S..... 0. ne00 nsec cece cseneee Sf 
Pennsylvania 6’s, 1847,-’53 
Pennsy!vania 6's, 1879... 2... .cen eee es 
Tennessee SE. S.; seems es ches 088s Sees tee 


Tennessee 6’e; 1880:.... bees eee came seed «oi 1 





Virginia Gs, 1886,.5. eeP teehee ees Fe RE »oeeelO6 4 














CITY SECURITIES—BONDS. 
Brooklyn 6's.... eee seers eeeeereene eee C888 beans cond 
Albany 6’s, 1871-1881... 2... cece sees cneesel 
Cincinnati 6’s........ 
9, EMG 5. ib UUE I 
Louisville 6’s 1880 2... 0.4. ..0. es cee cose DBE 
Pittsburg 6’s, 1€69-1871......+..... 95 
INCU WOON FO, TGF cove Sane cece caewcesceanee 
New York Ge, 190B-'GD......cccs vives consct By 
New York 5’s, 1870-'75..... 200 cece sees cose OZ 


New. York 68; 1890. 6 oi...:60. seceistcccctdi sn kh 
Sy Sa ee 1013 
Philadelphia 6’s, 1876-90. .... 0... 205 eeeee 1003 
Baleignore 197O'OD3 « .. ovies cucsscctgatecdvace 104 


Boston 66 26 ke eS HR 101 


RAILROAD BONDS. 
Erie Ist mortgage, 7's; 1868.... 224+ ceee sees 10% 


Erie 2d mortgage, 7’s, 1859........ cee cece 104Z 
Erie income 7's, 1856... 2... ..0s sacs sews s ORE 
Erie convertible bonds, 7’s, 1871............ , BS 
Hudson River Ist mort., 7’s, 1869... ........102 
Hudson River 2d mort., 7’s, 1860............ 93% 
New York and New Haven 7’s, 1861........102 
Reading Go, 10705 6... 250.000 cess cate ess 76% 
Reading mortgage, 6’s, !860...... 80 


Michigan Central, convertible, 8's, 1860... 1043 





Michigan Southern, 7’s, 1860 ........ 2.2... 90 
Cleveland, Col. and Cin. 7’s, 1859...........103 
Cleveland and Pittsburg 7’s, 1860............ 95 
Ohio and Pennsylvania 7’s, 1865 ........... 95 
Ohio Central 7’s, 1861 ..... 206 se0e eee voce 92 
RAILROAD STOCKS. 
[CORRECTED FOR WEDNESDAY OF EACH WEEK.] , 
Feb. .18 Feb. 11. 
Albany and Schenectady. ...... 97 96 
Boston and Maine............. 1043 105 
Boston and Lowell ............ 109 109 
Boston and Worcester,........ 993 99% 
Boston and Providence ........ 85 87 
Baltimore and Ohio ........... 64 ot 
Baltimore and Susquehanna.... 34 —_ 
Cleveland and Columbus....... — ame 
Columbus and Xenia.......... — ~ 
Camden and Amboy........... — _ 
Delaware and Hudson {canal).. 112} 113 
Bastern .... 000. cee. ceee ceceee SOE 94§ 
DORs cage doce'edes egessecsars Dan 78% 
NR nad ade nntescennedne’ 984 
PRORDRIGR 6006 cece cee eecc coogi 1033 
Georgia........ Jowcsees ceed ce —_ ~ 
Georgia Central............... — + 
BODIED oui swne clbvendvaielinds 66 67} 
© POI inc inst ance ic 108 109 
Hartford and New Haven......123 124 
Housatonic (preferred)......... 38 38 
Hudson River.... 2.22.2... cee. 63 64 
pee weer Co eceececc cecsecs = 
| Sey ee 18 18 
IT ittte anne eteneamtir adds ly me 
Madison and Indianapolis...... 93 92 
Michigan Central............. 95 96 
Michigan Southern............101 100 
New York and New Haven....107 1124 
pT al semptetrectipentiny 130 
Nashua and Lowell............104} 104 
New Bediord and Taunton..... 116 116 
Norwich and Worcester........ 504 50} 
Ogdensburgh ........seee. eee. 268 274 
Peonay vain. «0- +200 sae. pe — 
Philadelphia, Wilm’gton & Balt. 29} 294 
POGNUUEE « oi cecscen sees face? om — 
Richmond and Fredericksburg... — ~ 
Richmond and Petersburg... .. = ps 
NN Se tennis ens 675 
Rochester and Syracuse.... ....109 119 
GUND oo cs cccen cc cote nae 514 
South Carolina................ = oo 
Syracuse and Uiica....... sees. 128 
Taunton Branch.............,115 113 
Utica and Schenectady.........125 “127 
Vermont Central.............. 244 
Vermont and Massachusetts.... 213 234 
Virginia Central ..........0... = 
Western eeere ©ee8 See cahinaisalnae 1003 
Wilmington and Raleigh ...... 56 58 
ya a : = bor Iron. te r 
We invite attention-to the Adverti of W.. 


B, Lang, Agent for the sale of this celebrated iron: 
























Kentucky. 
County Bonds.—We learn that Henry 
Waller, Esq., of Maysville, Ky., the President of 
the Maysville and Lexington railroad company, is 
now in this city for the purpose cf disposing of 
county securities issued to, and guaranteed by that 
company. 

He has bonds of the counties of Fayette, Bour- 
bon and Mason, and of the city of Maysville, bear- 
ing an interest of 6 per cent, payable semi-annual- 
ly in this city. 

These counties are the very richest ia-the State, 
and embrace the garden lands of the west. The 
city of Lexington, and Ashland, the home of Henry 
Clay, are in the county of Fayette. The property 
of these counties as taken by assessment and ex- 
hibited by the Auditor’s books of 1851, is as fol- 
lows :— 


Fayette ........ mason tans pet coshee tema wee 
SEL: 540 baenees 9500 000s,0045505 ARE 
Mason..... Sab-Abos 006k bmn eete.aseen.... Hee 


“ ‘This assessment, as we are assessed by the Rep- 
resentatives in Congress from the districts includ- 
ing those counties, is greatly below the market value 
of the property. 

Neither of these counties owe any other debt 
than those just created for railroad purposes, and 
for these bonds the counties receive stock in the 
company to their full nominal amount. 

.The issue of these bonds was voted by remarka- 
ble unanimity, at polls opened specially, by law, 
to take the full sense of the people on the subject. 

It seems to us there can be nosurer basis of cred- 
it than is furnished in this instance. 

The whole amount issued and to be issued by 
these Counties and the city of Maysville for the 
above object, is $650,000. 

The questions as to the constitutionality of the 
cherter of this company, the validity of the tax, 
and the regularity of the issue of the bonds, have 
recéutly been elaborately decided in favor of the 
company, by the Court of Appeals of Kentucky, 
the tribunal of last resort, in a very able opinion 
published by us, in full, last week. 

The President has furnished us with the opinion 
of Hon. James Harwan, Attorney General of Ken- 
tucky, affirming the full application of the prin- 
ciples settled by the Appellate Court te the whole 
of the bonds issued to this company, and also the 
power which exists in the judicial system of Ken- 
tucky, to coerce out of the individual property ot 
the citizens of the counties the payment of both 
principal and inéerest of the bonds. This epinion 
of Mr. Harvan is fully endorsed by Mr. Critren- 
pen, Attorney General of the United States. 

We have also seen letters from Mr. Cuay, and 
from Mr. Corwine, Secretary of the Treasury of 
the United States, in which they say that the above 
counties are the richest and best in the State, and 
that no securities can be safer or better than are 
offered in these bonds, 

The work they are intended to promote which is 
now in a rapid state of construction, being under 
contract for its entire length, is one of great inter- 
est and importance to Kentucky, and of national 
importance in its relations and connections to the 
great lines now in progress reaching from the 
South and West to the North and East. Its direct 
influence upon the fertile lands of thuse counties, 
must be of immense benefit; and there can be no 
question but that the road must pay fine dividends. 

hus if we oueeseeevens upon vale, 
they are dad will be sustained—the already judiei- 





m5 decided and irreversible fact of their validity, 
the character of the enterprise for which they are 
issued, and of the company by which thev are 
guarranteed—we can come to no other conclusion 
than that they are as sound and good securities as 
any capitalist can desire. 

We understand Mr. Water intends making a 
full publication of al! the vouchers and documents 
by which the above facts are demonstrated, and we 
sincerely hope him the success his enterprise de 
serves, in a fair and ready sale of his valuable 
bonds. ’ 





Mississippi and Atlantic Railroad, 

The petition ot the President and Directors of the 
Mississippi and Atlantic railroad company to the 
Congress of the United States, respectfully repre- 
sents: 

That they are constituted a corporate body by 
virtue and under the provisions of “ An act to pro- 
vide for a general system of railroad incorporation” 
passed by the General Assembly of the State of Il- 
linois, under the name of the Mississippi and At- 
lantic railroad company, for the purpose of con- 
structing and maintaining a railroad from the State 
line of Illinois, at a point opposite Terre Haute, to 
Illinoistown opposite St. Louis, crossing the entire 
State from east to west, on the route originally de- 
signated for the great Cumberland road. 

The claims of this. road to the consideration of 
the general government, are urged with the more 
confidence, because demanded by the interests of 
commerce as one of the most direct and important 
lines of communication between the great Atlantic 
cities and the Mississippi valley, and as such has 
been selected, more than thirty years since, by sci- 
entific and impartial men, under the authority of 
Congress, as the site of the Cumberland road. 

The claim in behalf of nine hundred stockhold- 
ers, all living upon the line of the road, may be 
deemed the more entitled to attention, from the fact 
that they are located here in consequence of the 
former action of Congress, which justified the as- 
surance to the public that the Cumberland road 
would be constructed. But the national govern- 
ment failed to meet this expectation, to the great 
disappointment and serious injury of the stockhold- 
ers, in whose behalf this petition is now respectful- 
ly preferred. The well-known character of this en- 
terprise, so perfectly calculated to unite the two 
halves of the nation upon a central, populous and 
commanding route, would seem therefore to justify 
and sanction the request which we hereby respect- 
fully made, that Congress would donate to the Mis- 
sissippi and Atlantic railroad company, for the pur- 
pose of aiding the accomplishment of their enter- 
prise, the right of way through such tracts of land 
as belong to the general government, on the line of 
their survey, and also, such grant of land in addi- 
tion to such right of way as they may deem appro- 
priate to the strength and merits of their claim. 

Wm. S. Warr, Pres’t. 

Directors—Augustus C. French, Wm. B. Ar- 
cher, Lora Corey, John Cutright, James Ewart, J. 
F. Waschefort, P. Tunkhouser, Henry Waterman, 
Robert Blackwell, Samuel White, Ben!. Johnson, 
Wm. McCain, Curtiss Blakeman, 8S. H. Mudge. 





Massachusetts, 

Western Railroad. At the recent meeting of the, 
stockholders of this company, the following gentle- 
men,were chosen directors for the present year :— 
Méétsrs..Wm...H. Swift, JosiahStickney, Edward 


}| Austin, Robert Campbell,.and Geo: H. Kugh. 











New York, 

Sodus Point and Southern Railroad.—In our pa- 
per of the Ist of Nov. last, we gave a brief notice 
of this project, the object of which is to connect 
Sodus Bay, the finest harbor on the south shore of 
Lake Ontario, with the Central and Erie lines of 
railroad. Since that time, we have been favored 
with an examination of the minutes of the survey 
of the route by Mr. Sims, engineer for the compa- 
ny, from which we are able to present the follow- 
ing more detailed account of the route of the road, 
its connections, prospects, etc. 

The route of the road commences at Sodus Point 
at the outlet of the bay, which, as before stated, is 
the most capacious, and in every respect the best 
harbor on the south shore of Lake Ontario, and ex- 
tending in a general southerly direction, crosses 
the Rochester and Syracuse railroad at Vienna, 
and strikes the Canandaigua route at “ Hali’s Cor- 
ners,” a distance of 35 miles. s 

The route is one presenting unusual facilities 
for cheap construction. The estimated cost of the 
road, predicated upon very careful surveys is only 
$12,000 per mile. Nearly 80 per cent of the line 
will be straight. The curves, with one exception, 
have large radii. The maximum grades were 403 
teet to the mile which occur in only two or three 
instances, and these are in the direction of the 
greatest traffic. The general features of the coun- 
try in this part of New York are well known, and 
there is probably no project in the State that can 
be so cheaply constructed as the above. 

The country traversed by the above line is of the 
most fertile description. It will run through the 
towns of Sodus and Arcadia, in Wayne county, 
and Phelps and Seneca, in Ontario county, which 
rank for excellence ef soil and amount of produc- 
tion among the very best inthe State. In the town 
of Sodus, are inexhaustible quarries of superior 
lime, and in the town of Phelps there is an abun- 
dance of gypsum. It is believed that the carriage 
of these articles will furnish, of themselves, a large 
amount of business, as an extensive demand for 
them already exists not only in the State of New 
York, but in Pennsylvania, where these articles 
are not found. 

Another very large source of anticipated income 
is in the transportation of coal. As the Erie rail- 
road is now connected with the Lackawanna and 
Biossburgh coal fields of Pennsylvania, the con- 
struction of the above road will open a direct out- 
let for these to Lake Ontario, and will supply the 
steamers upon that lake with their fuel; a most 
important consideration, not only to the great ship- 
ping interest of the lake, but as far as the business 
of the road is concerned. The distance from So- 
dus Point to Blossburgh, by way of Jefferson and 
Corning, is estimated at 118 miles; to Lackawan- 
na from the same point, 200 miles. The Pennsyl- 
vania coal is not only to take the place of charcoal, 
for manufacturing purposes, but of wood, for fuel, 
in all the leading towns in Western New York, 
and upon the lakes. 

The loval traffic made up of the produets of the 
soil must be large. There is no portion of the 
State more fertile. It is highly cultivated, and 
supplies a‘ large surplus for. exportation. The 


.| route crosses the canal and the New York Central 


line of railway, and connects with the Erie, thro’ 
the medium of the Canandaigua road, thus open- 
ing both choice of routes and markets. The line 
will run through a number of flourishing villages, 
somtg ‘which may be named Vienna end New- 
ark, - Ce ae 
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Upon the opening of the Williamsport and Elmi- 


Ya railroad, a direct route will be formed, in coa- 


nection with the above road, between Lake Onta- 
rio and Philadelphia and Baltimore, a matter 
which is regarded as of much importance by those 
cities, 

The above are some of the claims that the pro- 
ject presents to the public consideration and sup- 
port. It can be controlled at an exceedingly low 
cost. Its loca! business promises to be highly re- 
munerative, and the connections it will make will 
render it an important through route, 

A much larger stock than was required to or- 
ganize the company has been subscribed. The 
construction of the road is clearly within the abili- 
ty of those interested, if they will take hold of the 
project with that energy which its importance jus- 
tifies, Though it has no large town interested in 
its support, its cost is so low, that ample means 
exist upon its line to secure the success of the work. 
If they can furnish one-half of the necessary amt, 
they can without doubt borrow the balance. It 
rests with those immediately interested, whether 
they will have the road or not. In almost any other 
portion of the country, under similar circumstanc- 
es, a favorable answer would be given, as we be- 
lieve will be the fact in the case before us. 

The surveys have been conducted, under the su- 
perintendence of Mr. Sours, who we presume will 
remain in charge of the work, should it be carried 
forward. 





The Wheeling Bridge Case. 
Decision of the Cowrt.—The following is the de- 
cision of the Supreme Court of the United States 
in the matter of the Wheeling bridge case :— 


Ist. That the Ohio is a public navigable river, 
the free navigation of which is secured by the reg- 
ulations of Congress establishing ports cf duty, and 
by public expenditures to impiove its navigation, 
and by express compact between Virginia and the 
other States, when Kentucky was admitted into 
the Union; ’and Virginia is bound by that com- 

act. 

2d. That the States bordering on the Ohio river, 
have, therefore, no right to obstruct its navigation 
by bridg es, 

3d. That the Wheeling bridge does obstruct the 
steamboat navigation of ‘the Ohio river, and is a 
public nuisance. 

4th. That the obstruction of navigation on the 
Ohio river, by the Wheeling bridge, is injurious to 
the public works of Pennsylvania and to the com- 
merce of the river. 

5th. That the State of Pennsylvania has a right 
to maintain her suit for the abatement of the nui- 
sance, on the ground of its injury to her public 
works. 

6th. That the State of Pennsylvania, being a 
party to the suit, the Supreme Court has original 
jurisdiction to grant relief. 

7th. That the equitable powers of the Supreme 
Court authorize it to grant relief, as prayed for in 
the bill, by removing the bridge, or compelling it 
to be elevated so as not to obstruct navigation. 

8th. That the bridge must be raised to the height 
of one hundred and eleven feet, twenty feet higher 
than it now is at the highest point, for a width of 
three hundred feet, over the channel of the river. 

lt was suggested to the court, yesterday, by Mr. 


Johnston, on the part of the defendants, that the ob- 
‘struction might be removed by making a draw on 


the bridge. The Court said they would hear the 
motion, if the defendants desired to submit one on 
that point. 





Old Colony Railroad. 
The following gentlemen have been chosen di- 
rectors of this road for the current year, viz:— 


.,Francis. B. Crowninshield, Hollis Hannewell, 
» William J, Walker, James W. Sever, 


Nathaniel 
Whiting, Alexander Holmes, Charles B. Shaw. 


Railroads in Ohio. 

The construction of railroads in the west is now 
emploving the means and engaging the attention 
of almost the entire population of the country.— 
Their great convenience to travellers, and impor- 
tant advantage to business of a)] kinds, is being felt 
and appreciated wherever they are constructed, and 
the commanditig influence which they are known 
to exert upon the country, is rapidly extending it- 
self, and prompting new enterprises in every dicec- 
tion. 

The practical operation upon the country of the 
extended net work of railway improvements alrea- 
dy projected, must be in the highest degree benefi- 
cial, while the more successful points, as railwoy 
centres, will secure advantages superior to those of 
any other character. Towns and cities will here- 
after arise where, at present, no indications are to 
be seen of their future location—their origin being 
stimulated and produced by the fortunate intersec- 
tion or concentration of important lines of railroad. 
The position of towns, with reference to their being 
conveniently approached by railroads, is about to 
become a consideration of much importance with 
those interested in their growth and prosperity ; 
and, to some extent, the business now to all appear- 
ance permanently located, will be gradually trans- 
ferred to new points, or business centres, consequent 
upon the construction of railroads. 

In this respect, quite a number of the prominent 
towns in Ohio are found to be happily situated, in- 
cluding Columbus, Cleveland, Mansfield, Zanes- 
ville and Newark; while further west may be 
mentioned Sandusky, Bellefontaine, Springfield, 
Xenia and Dayton—all enjoying the prospect of 
increased advantages, from the operation of rail- 
way improvements already projected. 

Among the first class towns and cities in the west, 
likely to enjoy the highest degree of advantage 
from railroads already projected or in prospect, may 
be mentioned Cincinnati, Louisville and St. Louis, 
on the rivers. and Indianapolis, Chicago and other 
points similarly situated. 

No inland town, remote from the rivers and lakes 
of the west, seems likely to secure a higher degree 
ot advantage from riilway improvements, than In- 
dianapolis, which is rapidly becoming an impor- 
tant point for the intersection of the railroads of In- 
diana. 

Cincinnati, the pride ot Ohio, is not less favora- 
bly situated for commanding a high degree of ad- 
vantage from this class of improvements. Situat- 
ed in the heart of the finest agricultural region in 
the west, and enjoying the natural advantages of 
river navigation, her position is also found to favor 
the concentration of several important lines of rail- 
roads, from the operation of which too much can 
scarcely be anticipated, in the way of advancing 
the interests of that city. The influence of rail. 
roads being now mainly looked to for promoting 
still further the growing interests of Cincinnati, the 
comparative merits of the several lines proposing 
to connect with that city should be carefully con- 
sidered by the public authorities, and others inter- 
ested in its future growth and prosperity. 


In this respect, in our humble opinion, no other 
tine of railway promises the same degree of advan- 
taye to that city as will be secured by the construc- 
tion of the Marietta anp Cincinnati Raitroap. 

Whether viewed as a through line, forming the 
most direct and natural communication with the 
Atlantic cities, by its connection at Parkersburg 
with the Baltimore and Ohio railgoad, or in its.Jo- 





cal charactér, as the‘means of reaching the Cincin- 





nati market with the agricultural produets of an 
extended range of country, this route may well 
challenge a comparison with any other seeking en- 
trance into that.city. But, in addition to these ad- 
vantages, enjoyed in common, if not in a higher 
degree, with other routes, is the far more important 
advantage to that city, of its traversing @ mineral 
region, which for variety and extent is without @ par- 
allel in any other part of the State. 

This would prove a new and most important el- 
ement of wealth to the increasing business and 
growing prosperity of Cincinnati, and must attach 
a prominence to the Marietta and Cincinnati rail- 
road over any other line. 

It is no doubt the true policy of Cincinnati to en- 
courage generally, the early construction of all the 
railroads proposing to connect with that city; dué 
to aid at once, and efficiently, in the immediate con- 
struction of the Marietta and Cincinnati railroad te 
the MINERAL REGION Should be deemed in the highest 
degree important to the interests of Cincinnati, 

A city subscription, or loan, of $500,000, or even 
haif that suin, at an early day, would enable the 
company, now actively engaged, to complete their 
road from Cincinnati to the immense coad and iron 
deposits in Vinton county, in the next twelve months. 

We hope this matter, certainly as important to 
that city as to the friends of this route along the 
line, will receive the early and favorable attention of 
the public authorities of Cincinnati, and that the 
hearty co-operation of the merchants and other cap- 
italists of the city, will not be wanting to hasten the 
completion of this important line of railroad. * 





Delaware and Hudson Canal. 

The Committee of the Pennsylvania Legislature, 
to whom was referred the subject of the proposed 
resumption by the State, of the works of the above 
company, within the State, have made a report ad- 
verse to the proposed measure. 

The charter of the Delaware and Hudson Canal 
company, in Pennsylvania, was given in 1823, and 
provided that if, at the expiration of 30 years, it 
should appear that the tolls had equalled the origi- 
nal cost, the expense of repairs and interest, the 
State should have the privilege of resuming “ all 
the rights, liberties and franchises” appertaining 
to the company, without any compensation ; and 
that if the tolls should no¢ amount toso much, the 
State should have the right of resumption by pay- 
ing the difference between the receipts and expen- 
ditures. , 

The company, it appears, have, in one instance, 
divided as high as 20 per cent dividend among the 
stockholders—average about 10 11-14 per cent, for 
the 14 years in which there has been an excess of 
revenue. 

The cost of the improvements is $1,954,306; re- 
pairs, $607,560. The tolls amount to $981,679.— 
In this estimate of the cost of the improvement is 
included the interest on the original outlay and on 
the repairs, §728 124. 

The committee state therefore, hat, ‘if the com- 
monwealth shall resume the Pennsylvania section 
of the Delaware and Hudson‘ anal, the large sum 
of $1,246,437 64 must be paid to the company, that 
being the difference between the amount of tollsre- 
ceived and the cost of construction and repaits”— 
the original cost of the canal being only $429,273. 

The committee argue that the canal would not 
yield any revenue to the State, inasmuch as the 
Delaware and Hudson company in Be ‘event, 


would seek other channels, 
with the New York section o 7 the canal for con- 
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veying their coal to market—connecting their rail-|. 












road with the Pennsylvania railroad at Hawley, 
only (4 miles from the State line. 


European and North American Ratlway. 

Below we give the memorial ofthe Legislature 
of Maine to Congress in favor of the European and 
North American railway. 

The European and North American railway, 
when constructed, in connection with other rail- 
ways built, or in progress, will connect the British 
Provinces of Canada, New Brunswick and Nova 
Scotia with each other, andthe United States, over 
the easiest and natural routes of travel—and at the 
Same time, shorten to the lowest limit of time and 
cost, the transit of the mails between New York and 
London. It 1s proposed in concurrence with the 
British Provinces. to bring the two great lines, from 
New York, and from Montreal, to a point of junc- 
tion and connection in Waine,—either at the Ken- 
nebec or Penobscot river,—and crossing the Penob- 
scot above the head of sea navigation, extend a 
single trunk line, to the shore of Nova Scotia or 

ape Breton, at the nearest available point of this 
continent to Europe—so that between Galway in 
Ireland—the nearest and most accessible port for 
trans-atlantic aavigation in Europe--and the Am- 
erican steamship terminus, the Atlantic ferry shall 
be crossed at its narrowest strait. 

It is calculated that by shortening the sea voyage 
to the lowest limit, and dispensing with all unne- 
cessary burden, the gain of two miles per hour at 
sea, may be made, and that the speed of the loco- 
motive may be three times as great as that of the 
steamer. Comparing the present mail route be- 
tween New York and London with that by the 
European and North American railway through 
Maine, the result may be stated as follows :— 

PRESENT ROUTE. 
Steamer from New York 

to Liverpool 3,100 miles 

at 13 1-8 miles per hour..........9 days 20 hrs. 
Railway from Liverpool 

to London, .... cee. eens 5 hrs. 





Q11 miles 





3,311 miles 10 days 1 hr. 
PROPOSED OVERLAND ROUTE. 


Railway from New York 
867 miles 


to Halifax............ 22 hrs. 
Steamer irom Halifax to 

Galway. atthe rate of 15 

miles per hour........ 2,130 miles 5 dys. 22 hrs. 
Railway from Galway to 

Demblia n.. daisicocs. scene. 126 miles 3 hrs, 
Steamer from Dublin to 

EAGIVDEAG....0.0...020 c000 63 miles 3 hrs. 
Railway trom Holyhead 

to London ........ sees 263 miles 6 hrs. 





3,449 miles 7 dys. 8 hrs. 


The speed of the railway train being three times 
as great as the steamer, a gain of sixty-five hours 
time is made by the route proposed, adopting the 
highest speed yet attained in ocean navigation. If 
we assume an increased speed in the future, the 
committee believe that the same advantage may 
still be maintained by the proposed route through 
Maine. 

The memorial to Congress in behalf of this en- 
terprise, présents this whdle matter in so clear and 
forcible a light that it cannot fail to arrest attention, 
and secure for the enterprise the favorable regards 
of the country. Notice of two bills in aid of the 
European and North American railway, have been 

iven by the Hon. Mr. Washburn in the House of 
Soemmentatives, designed to carry out the plan pro- 
ieee’. and to aid the friends of the enterprise in 

aine, one entitled, 

“ An act for shortening the transit of the mails be- 
tween New York and London,” the other, “ An act 
making a grant of land to the State of Maine in aid 
of the construction of the Ewropcan and North Ame- 
rican Railway,” copies of which bills, with the pe- 
tition to Congress—the despatches of Earl Grey— 
ahd the laws in Canada and Nova Scotia— 
take a part of the memorial to the Legislature, 
accompanying which, is a copy also of the applica- 


AMERICAN 





ign to Massachusetts in its behalf. ; 
"phe apiliry with which the claims of this enter- 





prise upon Congress are pres~nted by the committee 
in the papers before us, deserves the highest com- 
mendation, to all which we beg leave to ask the at 

tention of the Legislature, more especially to that 
portion of the memorial to Congress which refers 
to th» conduct of Maine in that long protracted dis- 
pute in regard to our northeastern boundary. If 
Texas was entitled to a ten million. gratuity for 
quieting her doubtful claim to a comparatively 
worthless territory, how much ought Maine to re- 
ceive for a far more valuable one, whose title had 
been fully recognised by Congress? Maine, by 
her concessions, succeeded thereby, in avoiding the 
horrors of a foreign war with the greatest maritime 
power of the world. 

The memorial to Congress after showing the 
commercial advantages of the European and North 
American railway, and its claims to support as a 
commercial undertaking, whereby the saving of 
time in the transit of the mails is fully shown, asks 
for 2 permanent mail contract over this route, at 
the rates paid for similar service between London 
and Liverpool. 

It also asks in behalf of Maine, a grant of two 
millions of acres of the ungranted public lands, for 
the reasons following, as stated in said memorial. 

“Oar frontier position, with a foreign territory 
around us, retarded the growth of Maine till with- 
in the last few years, The settlement of our north- 
eastern boundary dispute by the treaty of Washing- 
ton, was a new era inour history. Our former 
enemies became friends, and the people of Maine 
and the neighboring Provinces are anxiously desir- 
ing that the same freedom of intercourse shall ex- 
ist with each other as with the people of different 
States of this Union.” 

“To secure the treaty of Washington, Maine 
surrendered for a mere nominal consideration, an 
undisputed territory of many thousand square miles, 
which is now worth a far greater sum than any 
grant we ask of Congress. While we take infinite 
pride in the settlement of that long disputed ques- 
tion, and regard the advantages of peace and friend- 
ship with our neighbors as worth far more than 
any estimate of the value of territory lost, we think 
the time has come when Maine should ask and re- 
ceive from the general government some equiva- 
lent for the concessions and sacrifices she then 
made for the general good, yielding up a territory, 
equal in size and fertility to the commonwealth of 
Massachusetts.” 

Had the State of Maine insisted upon maintain- 
ing her title at all hazards, the position of the U. 
States government at the time, would have enabled 
us to claim, and to insist upon twice the sum paid 
Texas under somewhat similar circumstances. 

While therefore the enterprise itself has claims 
upon Congress for its inherent merits, sufficient to 
warrant the application for aid in the form propos- 
ed, it is right to insist upon a proper respect to- 
ward Maine for the honorable manner in which 
she placed her interests at the disposal of the gen- 
eral government. The committee, therefore, in 
view of the immense benefits its accomplishment 
will confer upon Maine, so fully, so ably and so 
satisiactorily set forth in the papers referred to the 
committee, the printing and circulation of which 
would be of value to the State, ask leave to recom- 
mend the printing of the memorial, without the ac- 
companying papers, and to report the following 
resolutions. H. Carter, per order. 





Kentucky. 

Railroad from Lexington South.—A \arge meet- 
ing of the citizens of Lexington, Kentucky, ard the 
vicinity, was recently held at that city, to take 
measures for the extension of the line of railroad 
from Cincinnati to the former place south toward 
Nashville. Resolutions were passed, expressing 
an opinion of the importance of the project to 
central Kentucky, and providing for the appoint- 
ment ot a delegation to Nashville, Tennessee, for 
the purpose of securing the cu-operation of that 
city. : 

Gen. Leslie Coombs, Judge Geo. Robertson, Col. 
B. B. Taylor, B. Pindail and John Norton were 
appointed delegates to proceed to Nashville tor the 
above: purpose, =" ee: 
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STATEMENT. 


Orrice Rocuester & Syracuse R.R. Co., 
Canandaigua, February 1, 1852. 
Surplus profits, August 1, 1851... .... $90,707 19 


Receipts in August, 1851.......... +. 66,317 53 
* Sept., = seeveee 114,458 85 
" Oct., ‘6 cccccen cece 94,963) 50 
- Nov., eoee 64.018 49 
* Dec.. M suse seve +++» 50,305 80 
rs January,1852............ 45,745 41 
Miscellaneous receipts.........++2... 24,289 27 
Mail service 6 months ..........+.-. 10,330 90 





$571,127 03 


Expenses in August, 1851............ $29.273 56 


“ Sept., Se esau ene 23.405 96 

4 Oct., BS) dace Sad 27.263 36 

¢: Nov., ‘ts ctcee aes 35,279 84 

. Dec., ok Te eeee 35,556 82 

Be January,1852.... ..0. .60. 40,484 36 
Balance of Treasurer’s account for his 

>, AIRDROPINOUN: «ce vite bese ceed sce 763 70 

Bonds $421,000 interest 6 mos. 7 perct. 14,735 00 
N. Y. State stock $200,000 53 per cent. 

IE Ere 5,500 00 

Do. do. 5 per cent 6 mos............. 5,000 00 

Interest on scrip stock to Ist inst...... 8,220 70 


Dividend on $4,017,700 capital stock, 
5 per cent for last 6 mos........... 200885 00 
Balance surplus profits, Feb. 1, 1852.. 144,758 73 


$571,127 03 
Dear Sir—Herewith we send you a copy of our 
last semi-annual report, which in our opinion ex- 
hibits a good and prosperous business, and which 
we trust will be so considered by our stockholders. 

We annex a statement of our general accounts, 

With respect, yours truly, : 
Henry B. Gisson, President. 
Cuartes Seymour, Treasurer. 





Finances of Alabama. 

The following is the statement of the financial 
condition of Alabama furnished by the Comptroller 
of the State. 

DEBT ON ACCOUNT OF STATE BONDS, 


Five per cent. due in N. York, in 1852 $190,000 
interest annually..... $9500 00 

Five per cent. due in N. York in 1863 — 2,102,000 
interest annually..... 105,100 

Five percent. due in N. York in 1865 57,000 
interest annually..... 2.850 

Six per cent.due in New York in 1870 100,000 
interest annually..... 6.000 

Five per cent. due in London in 1858, 594 

Five per cent. due in London in 1866 725,000 
annual interest....... 36,250 
66667; annualinterest 29,733 35 

Six per cent. due in London in 1870 
annual interest....... 43,740 

Five per ct. stock in Bank of Mobile 600,000 


annualinterest....... 30,000 
ON ACCOUNT TRUST AND OTHER FUNDS. 





University fund........ $250,000 00 15006 00 
Two percent. fund..... 300,900 64 — 
Three percent. fund.... 442,747 60 

Common school fund... 1,075,807,64 64,548 46 


U.S. surpius revenue.. 669,088 95 
Total liability $7,836,211 50 $342,721 81 
Such are the items usually estimated as compos- 
ing the State’s liability, but in regard to several! of 
them I do not suppose the State will ever be called 
on to pay them. In regard to the United States 
surplus revenue, although granted to the States on 
condition of repayments by instalments in a limit- 
ed time after notification, it is not presumable that 
it will ever be called for. So, too, of the Two and 
Three per cent funds, if applied by the State in ac- 
cordance with the terms of the grant, they vest ab- 
solutely in the State and cannot be demanded in 
repayinent, such it is believed as has been the case 
with the two per cent. fund, and partially the case 
with the three per cent fund, The University and 
the Common school funds constitute a permanent 
liability agaist the State, and in good faith the 
State is bougd to accoyygt for so much of the three 
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er cent. fund as has been misapplied by her legis- 
Jation. The liabilities ofthe State then which she 
may expect to pay may be recapitulated as fol- 
lows: 


State bonds for account Bank of Mobile and State 


bank and branches.... .... 2+. sees $5,097,666 67 
Common school fund........ énnnee 1,075,807 64 
University fund........-..++: ee... 250,000 00 
Three per cent. not yet applied in ac- 
cordance with conditions of the 
QIAN... 0. cece cece vvee cece vce 379,932 43 





$6,803,406 74 
447,000 00 


ns 


$6,356,406 74 
Jor. Rices, Comptroller. 


Less U. S. six per cent. stock....... 








Public Werks of Pennsylvania, 

We give the following abstract from the officia! 
statement of the cost, revenues and expenditures of 
Pennsylvania State improvements, made up from 
the Auditor’s report : 

Lines. Cost Revenue. Expend. 
Col. & Phila R.R.$4,791,548 $7,483,395 $5,105,058 
East’n div. canal. 1,737,236 2,661,008 ‘762.981 
Juniata “ “ . 3,570,016 1,371,948 1,760,583 
Alleg’y Port. R.R. 1,860,752 2,985,769 3,161,327 

_West’n div. canal. 3,096,522 2,523,979 1,197,182 


15,056,074 17,026,100 11,987,132 





Main Line. 
Del. div. canal... 
Susquehanna.... 
North Branch.... 
West Branch.... 


1,384,606 2,938,694 1,117,716 
987.160 402.779 554.835 
1,598,379 1,003:047 753,662 
1'832,023 449,058 738,470 


20,858,242 21,119,680 15,151,817 
Lines in operation. 








Fr. Ck. div.canal, 817,779 5,819 143.911 
Beaver “ si 512.360 38,312 210.360 
Finished lines. .. 22,188,381 21,163,812 15,506,089 
Unfin. imprv’m’ts. 7,712,53b  ....ce0. eee cess 
Board canal com. Ct ee 70,782 
Boardofapprais’rs 17,584 ........ cooeds 
Collectors, weigh- 

masters & lock- 

WEEPersS .....00. secccces  edcccces 1,348,384 
Explora’y surveys 157,731 ......2.  ceeeceee 





Total ...........30,147,009 21,163,812 16,925,256 

To the above amount of expenditures may be 
added $6,400 paid for the use of patent rights, and 
it it be desired to connect with those expenditures 
the amount paid for interest on the loans pertain- 
ing, directly or indirectly, to the public improve- 
ments, the aggregate amount of said interest, to the 
close of the fiscal year 1851, may be stated at $30,- 
735,213 32. 

GUARANTIED INTEREST. 

Danville and Pottsville railroad co. ..$216,693 54 
Bald Eagle and Spring Creek Naviga- 

tion COMPANY..... wees eee seeeceese 137,532 47 
Tioga Navigation company.......... 46,647 15 
Codorus Navigation company (guaran- 

Sb, SR 


Total. 2000 cece secs ccccccccerccecccs 406,873 16 

The annual railroad report submitted to the Le- 
gislature of this State by the State Engineer, com- 
prises the following information: 


The total amount expended in railway construction 
in this State is............ sees $73,029,551 25 
The expenditure last year was.... 12,259,757 24 


The total number of railings in use on 30th Sep- 
tember, was 1,716—of which 422 miles have been 
opened for travel during the year, and 373} miles 
are in various stages of progress. 

Ninety persons were killed in the State by rail- 
way accidents during the last year, and forty seven 
wounded. Not one person in his seat in the cdr was 
killed. Many of the deaths were of pefsons in a 
state of intoxication, 











Vermont and Massachusetts Railroad. 
The following gentlemen have been chosen di- 
rectors of the Vermont and Massachusetts railroad : 
Thomas Whittemore, John J. Swift, Jas. Ellison, 
Joseph Goodhue, Cephas Root. 
The gross income of the road for the 


year 1851, was ...... cece sees see+ $195,923 54 
TERDORES witrccaocacea.cnesdhe odianneve 114,880 31 
Net income) 254 Jo. ds cdetueasicted- we 81,043 23 
Interest paid on bonds and floating debt 68,846 10 
Balance of income after deducting ex- 

penses and interest...........-+-- $12,197 13 
Balance do. in 1849 .... 1... sececece 22,248 74 
Balance do. in 1850............+2+. 23,334 78 


The result of the year’s operations exhibits a di- 
minution of net income in the year 1851, after pay- 
ing expenses and interest, of $10,051 61 as com- 
pared with 1849, and $311,137 65 as compared with 
1850. 

The gross income shows an excess of $18,228 86 
over 1850, and 50,805 85 over 1849. The liabili- 
ties ot the company are mainly as follows: 
Mortgage bonds due in 1855......... $940,600 00 





Old bonds due in 1852........ 0000. 93,800 00 
is 0s WE ae aaanqesecace 44,100 00 
Floating detsé 6s:s006s 0s > «aus 903600 76,082 41 
Wet cnc. nanc.cocnnnecs.aces bas seen tea OF 
Against which the company have as- 
GOGa nc ncaa. cawacde seed near ena 65,585 87 
Balance of liabilities..........05.+ 1,088,996 54 





New Hampshire. 

Cheshire Railroad.—At the recent annual meet- 
ing of the stockholders of this company, the follow- 
ing gentlemen were chosen directors for the present 
year, viz: Thomas M. Edwards, Thos. Thacher, 
Hiram Hosmer, Joshua Hale, Thomas J. Lobdell, 
George Huntington and E. Murdock, Jr. The on- 
ly change is the substitution of Mr. Lobdell for B. 


*|F. Adams. The annual report was accepted. It 


states the cost of the road so far at $2,777,843 89. 
Increase in cost since last report, 38,525 79, chiefly 
for new locomotives, cars andland damages. The 


section of country, and one that would furnish a 
much larger amount of business than the southern 
route. 





‘ Virginia. 

The report on the subject of internal improve- 
ments of Virginia, recently presented to ths Legis- 
lature of that State, by a special committee, recom- 
mends the completion of the following works with 
as little delay as possible, viz: the Virginia and 
Tennessee, the Danville, the South Side, the Or- 
ange and Alexandria, and the Manassas Gap rail- 
roads. The committee present estimates of the cost 
of completion of these improvements, and recom- 
mend appropriations to accomplish that purpose— 
the state to subscribe three-fifths of the sums neces- 
sary. - The amounts required for them respective- 
ly are as folluws, viz: Virginia and Tennessee rail- 
road, $750,000, State subscription, 450,000; Dan- 
ville railroad, $600,000, State subscription, 360,000 ; 
South Side railroad, $600,000; Orange and Alex- 
andria railroad, $120,000, State subscription, 252,- 
000; Manassas Gap railroad, $400,000. Total 
amount of State subscription, $1,822,000. 





Hilisbero’ Railroad.—Our latest accounts from 
the line west are cheering. J. M. Trimble, Esq., 
has returned from Sandusky, having released the 
iron, and put it in motion towards its destination. 
A considerable pcrtion has already been received, 
and the work ot laying the track is now progressing 
Jat a rate that renders its completion by the time 
anticipated a matter of little doubt. The iron was 
laid to Blanchester last week, and we understand 
that above a hundred hands are employed in lay- 
ing it down and preparing the track. Under the 
able supervision of Mr. W. R. Arthur, the newly 
elected Chief Engineer, everything which zeal and 
ability can accomplish will be done to push forward 
the enterprise. The triendsot the road have every 
reason to be gratified at the prospect. 

The present efficient board ot directors deserve 
credit for the energy and zeal they have displayed 
in overcoming the difficulties by which they have 
been surrounded. While ali have done well, it is 
but just to say that two or three of the board have 
been particularly conspicuous for their activity, 


income from passengers has been $107,911 81 ;|2™00S whom we may mention Messrs. Trimble, 


freight, 122,807 49; mails, 5,729; miscellaneous, 
5,801 65—total $242,249 95. The earnings in 1849 
were $164,963 54; in 1850, 208,414 38—increase, 
$77,286 41. Total amount of expenditures in 1851, 
$110,944 18. The surplus remaining after paying 
interest, $65,582 31, added to the surplus of last 
year, 49,215 43, is 114,938 89, of which about 40,- 
000 will be required to pay dividends on the new 
stock. The number of passengers carried during 
the year has been $3,388; number of tons of mer- 
chandise, 87,388. The total debt of the company 
is $1,131,520, which will be reduced to 600,000 by 
the proposed plan of preferred stock, each holder of 
three shares taking one, when all are made prefer- 
red stock. Four thousand seven hundred shares 
out of five thousand five hundred are already taken. 





Missouri. 

Pacific Railroad.—The subject of crossing the 
Missouri river by the line of this road, is attract- 
ing some attention in Missouri. It is proposed to 
leave the south bank of the river somewhere in the 
vicinity of Jefferson city, and thence run to the 
west line of the State. One reason given for the 
contemplated change of line, is the small amount 
subscribed in the line of the southern route, which 
amounts to less; we believe, than $300,000. It is 
stated, that by adopting the northerly line, subscrip- 
tions to the amount of ‘$1,000,000 could ‘be raised. 
In addition to these reasons, it is ‘stated that the 
northern route would pass through a much richer 


Fallis and Barrere. These gentlemen have dis- 
played an untiring industry and determination in 
their exertions on behalf of the road, which are 
justly deserving of special commendation.—Hilis- 
boro’ Gazette. 





A 
Machinists’ Tools. 
HE subscribers hav. on hand and are constant! 

manufacturing at their MACHINE WORKS, 

LOWELL, MASS., a superior class of Machinists’ 
Tools, among which are 

\ENGINE LATHES PLAINING, DRILLING 

AND SLOT'TING MACHINES 
of various sizes, designed particularly for Railroad 


Shops. 
ALDRICH, TYNG & CO. 
Lowell, Jan. 1, 1852. 


~ New York and Canada. _ 








w The attention of Merchants, Tra- 


ders and travellers, is directed to the facilities now 
afforded for the conveyance of freight and passengers 
direct from ‘his city to Montreal. 

The Champlain and St, Lawrence Railroad Com- 
pany having opened their road from Rouse’s Point to 
South Montreal, the only link before wanting to con- 
nect New York with Montreal by a continuous rail- 
road, has been supplied. 

Passengers leaving New York in the morning, 
sleep comfortably on the way, and arrive at Montre- 
al at half: past four the following afternoon, reducing 
the travelling time to little more than twenty hot 

Freights are carried with the greatest care and d 
patch, at greatly naagpr ga oy , = 

After the openi D passengers will be 
conveyed front one city to other by day light, 

New York, Feb. 13, 1852, 
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~~ CHILLED TIRES 
For Freight Engines. 


passe patent tires are now in gencral use on 
several first class roads. They have peculiar 
and important advantages when applied to Freight 
Engines, and have been thoroughly tested by long and 
hard u which has proved them to be more than 
SEVENTY-FIVE PER CENT CHEAPER 
than those of wrought iron. They are attached to 
the wheels without suring, and being free from ten- 
sion, are considered STRONGER than the whole 
cast wheel, for which they are substituted. The fol- 
lowing Testimonials in favor of their tires are res- 
peotfull submitted. References also wer be made 
to W. H. Clement, Gen’i. Sup’t. Little Miami Ruil. 
road, Cincinnati, Ohio, and F. C. Arms, Esq., Gen’l. 
= Georgia Railroad, Augusta, Ga. 

owell, Mass , Jan., 1852. L. B. TYNG. 

Baltimore and Ohio Railroad Office, , 

Jan. 2, 1850. 

Mr. L. B. Tyng, Lowell, Mass :—Dear Sir—Your 
favor of the 26th ult. is before me, asking my opinion 
of the Chilled Cast Iron tires, of Messrs. Perkins and 
MeMahon, patentees. I did not hesitate to speak fa- 
vorably of them, or to say that I would give them the 
PREFERENCE over Wrought Iron Tires, when- 
ever the adhesive tenacity of the latter to the rails is 
not ALL called for, there being somewhat less adhe- 
sion to the chilled wheel. ; 

This can, however, scarcely be called a practical 
point, as nearly all of the Passenger Engines now in 
use have a SURPLUS OF ADHESION, and near- 
ly all Freight Engines being provided with the sand 
box, for emergencies arising from sharp curves, heavy 

rades, or wet rails. 

The Chilled Tire is very much cheaper in first cost, 
will last longer, and offers a facility for putting on the 
wheel, rendering comparison with the Wrought Iron 
Tire an absurdity—it not being necessary even to take 
the wheels from the machine for the purpose. Many 
of them are in successful use on this road, and I con- 
sider its curves and other peculiarities the most se- 
vere of all existing tests. One set of five feet in di- 
ameter, has run 50,0U0 miles under one of our Pas- 
senger Engines, and will, in all appearance, run as 
many moye; and, in the meantime, they have not cost 
a dollar for repairs cr adjustment 

It may be paagenod that they might not stand a 
northern frost. ‘l'his is possible; but I believe other- 
wise, as the weather here is occasionally as severe as 
in Boston, and if I had charge of a northern road, af- 
ter the experience I have had here, I would make their 
trial one of my ew first acts. 

Respectfully your ob’t serv’t, 
WM. PARKER, Gen. Sup’t, etc. 


Jan. 29, 1851. 
Phil., Wil. and Balt, Railroad Office, 
Wilmington, Del. 

Mr. L. B. Tyng -Sir—We have used the solid Cast 
Iron Chilled Wheel, and Cast Iron Chilled Tire, for 
engine drivers, on this road, since 1842. When 
Wrought Iron Tires under new Engines, purchased 
from time to time, wear out, I invariably replace them 
with the Chilled Tire of Messrs. Perkins and McMa- 
hon, patentees 

These Tires will last, on the average, three times 
as long as Wrought Tires; seldom requiring renew- 
als under three years, and lasting much longer usu- 
allv. We have a set which has beenin constant use 
for five years, and still in fair order. The adhesion 
supplied by the Chilled Tires, I find in practice with 
engines of the same model and weight, to be equal to 
that given by Wrought Tires. This is certainly a fact, 
theugh not an acknowledged one, in general. Those 
who think etherwise, will in time change their opin- 


TFSTIMONIALS,. 


ions. 

J am of opinion that the Chilled Tire is as safe as 
the Wrought at any temperature. In eight years use 
we have broken but one tire out of more than fifty, 
and that by a violent concussion on the occasion of 
a “run off. 

The use of the Chilled Tire, and the ease and rapi- 
dity with which it may be replaced, would certain! 
enable a road to do the same amount of work wit 
fewer engines—since but little time would be lost in 
laying up an engine for new tires, or for turning down 
old ones, as must be done when wrought tires are 

I am yours, respectfully, 
I. R. TRIMBLE, Engineer snd Gen’! Sup’t. 

For sale i , 

Messrs. ALDRICH, TYNG & CO., Lowell, Mass. 
« BUSH & LOBDELL, Wilmington, Del. 
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india-Rubber Car Springs. 
TS following letter has been received by the New 
England Car Spring ~ ape from one of the 
largest and most respectable Car Builders in Phila- 
delphia, to which the attention of Railroad Compa- 
nies, Car Builders, and others, interested in the use 
of India-rubber Car Springs, is directed :— 


Puttapetpnia, Jan, 28, 1852. 

F. M. Ray, Esq., President of the New ‘England 
Car Spring Company. Dear Sir:—Having seen an 
advertisement in the Railroad Journal, of a Premium 
India-rubber Car Spring, made by H. H. Day of your 
city, we ordered some of them for the purpose o 
giving them a trial; but duriag the last severe cold 
weather we found some of them that were exposed 
to the cold, frozen completely stiff, and solid, their 
elasticity being entirely destroyed. And fearing to 
use springs affected by any extremes of cold or heat 
of the atmosphere, we shall have to return them, and 
depend upon you for springs as heretofore, believing 
yours to be the only reliable India-rubber Springs, 
under all circumstances, and in all states of the at- 
mosphere, that have yet come under our notice.— 
Having used many hundreds of your springs during 
the three years last past, we have never known one 
of them to fail. And as we are determined to use 
none but the best material of every description in our 
business, you will oblige us by filling our orders for 
springs as soon as possible. | Very respectfully, 

Signed. KIMBALL & GORTON. 
Our object in publishing the above is to prevent any 
of our other customers being misled by parties adver- 
tising to supply cheap India-rubber itr. 
NEW ENGLAND CAR SPRING CO., 
104 Broadway. 


IMPROVED TIRES 


Attached Without Shrink, 
FROM LOWMOOR, BOWLING, and GLEN- 
DON IRON. 








HE subscriber begs leave to call the attention of 
Agents, Engineers, and other persons having 
charge of Railroad Machinery to his 


PATENT SLIP TIRES 


FOR ENGINES AND CARS, 


The merits of these tires consist in their SUPERI- 
OR STRENGTH and SIMPLICITY of APPLI- 
CATION, in which they are not subjected to surinx, 
consequently are free from TENsION, and less liable to 
break than those attached to wheels in the ordinary 
manner, as it is well known the process of sHRINKING 
often causes tires to break in the hands of the work- 
men, and that it is the chief, if not the only cause of 
their breaking sc frequently on Engines and Cars. 
Slip-tires are more readily applied, and may be re- 
paired or renewed without removing the wheel from 
the engine, 

This plan for attaching tires to the wheels has been 
thoroughly tested, and called forth testimonials of 
— highest character, which are respectfully submit- 
ted. 

Lowell, Mass., Jan., 1852. 


For sale b 
Messrs. ALDRICH, TYNG & CO., Lowell, Mass. 
“« SMITH & PERKINS, (Engine Builders,) 
Alexandria, Va. 


Engineer's Office, B. and O. R. R., 
Baltimore, Dec. 29, 1850. 
Mr. L. B. Tyna, Lowell, Mass: 

Dear Sir—Your letter of the 20th was received yes- 
ose and 1] take pleasure in replying to it as fol 
ows :— 

The improved plan of applying tires to the wheels 
of locomotive engines and other railroad carriages, 
has always had my approval. From several years ob- 
servation of the use of the improvement upon the 
Baltimore and Ohio railroad, I am fully satisfied that 
itis the most simple, substantial, and economical 
moée of attaching tires to railroad wheels that has 
been yet proposed. 

With best wishes for the success of this valuable 
improvement, 1 remain, 
Respectfully your eb’t serv’ 


t 
_ BENJ. H. LATROBE, Chief Engineer. 


GLENDON 
LOCOMOTIVE TIRES, 
FOR SALE BY 
oronat Seen ER & CO., 

‘"posTON. 





CAUTION. 


India-rubber Car Springs. 


rhe! advertisement having lately appeared in the 
public papers, signed H.H. Day, claiming to 
have received trom the American Institute, the pre- 
mium for the best India-rubber Car Spring, the sub- 
scribers think it well for the satistaction of their 
friends and those interested, as well as for the pur- 

ose of exposing false statements, to pubiish the fol- 
owing Diploma, lately awarded to F. M. RAY, the 
inventor of the S ring. The original of which can 
be seen at the office of the company, No. 104 Broad- 
way, New York. 

1pLoma—Awarded by the American Institute to 
F, M. RAY, for the best India-rubber Car Spring. | 
A Gold Medal having been before awarded. 
Signed, JAMES TALLMADGE, 
Presiaent. 

N. Meras, Recording Sec’y. 

Aponiram CuanpteEr, Cor’g. Sec’y. 

New York, Oct., 1851. 

New England Car Spring Co., No. 104 Broadway, 
New York. 7tf. 


Steam Pile Driver. 

OR SALE a Steam Pile Driver with double en- 
gines, and which would be fitted to any width of 
track for railroad pile driving, and sawing off the 
piles at grade, and it may at small expense be re-fit- 
ted for sawing wood for railroads—could be had in 
good order for working in a few days, and would be 
shipped complete to any place desired. It would be 
a good machine fur any ene to build warehouse docks 

and wharves in California. Apply to 
ESSLER & BUNCE, 
Washington st., near the Battery, N. Y. 

New York, Feb. 10, 1852. 


Notice to Contractors. 


Orrice or Morris anp Essex R.R. Co. 
Newark, N. J., February 10, 1852. ; 
EALED PROPOSALS will be received at the 
office for the grading, masonry and bridging of 
that part of the extension of the road of this Compa- 
ny to the Delaware River, between its present termi- 
nus at Dover and Hackettstown, (a distance of eigh- 
teen miles), until Satuiday, the 20th day of March 
next. ; 
Maps, profiles, plans and specifications can be seen 
at the office of the Engineer at Dover, until the time 
above named. J. B. BASSINGER, 
Chief Engineer. 


Zine Paint. 
HE NEW JERSEY ZINC COMPANY hav- 
ing enlarged their works are prepared to offer 
their valuable Zinc Paints at greatly reduced prices. 

Their White Paints which are now sold at for No. 
1, 9 cents, for No. 2, 8 cents, and for No. 3, 7 cents, 
are much cheaper than any preparations of white 
lead, as they cover from 40 to 50 per cent more sur- 
face. These paints do not change color when expos- 
ed to bilge water, coal gas or sulphurous vapors; and 
as they dry much harder, are more easily kept clean 
than other paints. 

The Brown and Black Zinc Paints are peculiarly 
adapted to all kinds of iron works. Being oxide of 
zinc, they galvanize the iron and preserve it more 
etfectually than any other covering, These are sold 
at 5$ cents, at which price they are the cheapest 
paints for outside work, such as depots, station hous- 
es, machine shops, bridges, etc, 

hese paints dry rapidly, forming very hard sur- 
faces, which resist the action of the weather much 
fongerand are more nearly Fire Proof than any oth- 


er paints 
MANNING & SQUIER. Agents, 
Warehouse No. 45 Dey street, 
Feb. 14. New York. 


LOW MOOR 


LOCOMOTIVE TIRES, 
HE Subscriber, sole agent for the Lowmoor Co., 
is prepared to take orders for this superior descrip- 
tion of tires, which are furnished, bent, welded and 
blocked to any dimensions, having but one weld, and 
at a cost to the importer of less than ten cents per 
pound tor the heaviest weights. 


. BAILEY LANG. 
Bosto . November 29th. lm 


M. B. Hewson, Civil Engineer, 
(Open to a New Engagement,) 























SMITH & PERKINS, (Engine Build 
Alexandria, Va, » G mm 


Memphis, ‘Tenn, 
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Notice to Railroad Contrac- 


tors and Planters. 

Memphis and Charleston Railroad. 
ROPOSALS will be received at the Railroad 
Ottice at Huntsville, Alabama, until the first 
day of March next, for the Grading and Masonry 
of that part of the Memphis and Charleston Rail- 
road comprehended between its eastern terminus 
and the town of Decatur, a distance of 83 miles.— 
Also for Grading and Masonry of that portion of 
the Railroad lying between Tuscumbia and the 

Mississippi line, a distance of nearly 23 miles. 

The work now offered for contract will embrace 
about three million cubic yards of excavation and 
embankment; 7,500 perches of Bridge Masonry ; 
3,500 perches of Arched Culvert Masonry, and 4,- 
500 perches of Box Culvert Masonry. 

Profiles and specifications may be seen at the 
Office after the Ist day of February. The whole of 
the work will be inthe Tennessee Valley of North 
Alabama, a country of unsurpassed beauty and fer- 
tility, abounding in labor and provisions. 

The commanding position of the Memphis and 
Charleston Railroad, designed to connect the Mis- 
sissippi River with lines ot Railroad terminating 
upon the Atlantic, must ensure for it a profitable 
trade and travel ; in view of which the Directors 
have determined to offer a portion of the stock in 
compensation for work to be done. Bidders whv 
may be willing to receive the stock of the Com- 
pany in partial or full payment for their labor, 
will please therefore signify the same in their pro- 
posals. 

By order of the Board of Directors. 

JAMES F. COOPER, 
Chief Engineer. 


To Contractors. 


Orrice OF THE FAYETTEVILLE AND 
NorruHern Prank Roap Co. 
January 28, 1852. 
EALED PROPOSALS will be received at this 
office until the Ist of March next, for the Su- 
erstructure of a Plank Road Bridge over the Cape 
Fear River at Fayetteville, upon the plan known 
as Howe’s Truss. There will be two spans of 200 
feet each, with arch timber throughout for each 
span. The bottom chords will be 62 feet above 
low water mark, the depth ot the river at low wat- 
er being from 3 to 4 feet. The Bridge will be 16 
feet in the clear, and the depth of the truss will be 
18 feet. There will be a substantial wooden rail- 
ing through the centre of the Bridge, 4 feet high, 
dividing it into two roadways, the whole to be roof- 
ed with shingles and coveredin. The bids will be 
made for the mechanical work, including all the 
materials. And also for the mechanical work, ex- 
cluding timber only. 
Proposals will be received at the same time and 
oo for the Masonry of the Abutments and Piers. 
he bids will state the price per cubic yard for 
Stone or Brick work laid in Hydraulic ceiment.— 
Stone can be obtained of a good quality (and boat- 
ed down) 3 miles above the bridge site, and Clay 
of a good quality is foundconvenient, Steamboats 
navigate the river from Wilmington to Fayetteville, 
by which materials and fixtures of all kinds can be 
brought up. The Plans and Specifications can be 
seen at the Office of the Company. 
A. A. McKETHAN, 
J. D. WILLIAMS, 
D. G. McRAE, 


Railroad Iron. 

To undersigned are prepared to enter into con- 

tracts now at specific prices, to deliver Rail- 
road Iron during the coming Winter and Spring, 
free on board at the shipping ports in Wales, or at 
ports in the United States. 
' CHOUTEAU, MERLE & SANFORD, 

Sept. 30, 1851. No. 51 New st. 


Railroad Iron. 
TONS of an approved T pattern, 
59 lbs. per lineal yard, ready for 
delivery. Also, 1500 tons to arrive in March and 
April next. Apply to 





Committee. 








DAVIS, BROOKS & CO., 
28 Beaver street, 
January 31, 1852, lm 


To Locomotive and Car 
Builders. 


ST. LAWRENCE AND ATLANTIC RAIL- 
ROAD COMPANY. 
EALED TENDERS, endorsed ‘“ Tenders for 
Locomotives,” will be received at this Office, 
up to SATURDAY, the 3d April next, at noon, for 
the supply at Longueuil, of the following LOCO- 
MOTIVE ENGINES, viz: 


Nine Freight Engines of about 26 tons weight, with 
Tender—three to be delivered by the Ist Novem- 
ber, 1852. and six to be delivered by the 15th Au- 
gust, 1853. 

Four Passenger Engines, of about 23 tons weight, 
with Tender, to be delivered by the 15th August, 
1853. 


According to specifications to be seen at this Office 
after the 5th February next. 
A. C. WEBSTER, 


Secretary. 


ST. LAWRENCE AND ATLANTIC RAIL- 
ROAD COMPANY. 
EALED TENDERS, endorsed “Tenders for 
Carriages,” will be received at this Office, up 
to FRIDAY, the 20th February next, at noon, for 
the supply, at the Company’s Terminus at Long- 
ueuil, of the following description of RAILWAY 
CARRIAGES, viz: 
One hundred and twenty Baggage Carriages, en- 
closed, on Iron Trucks with lateral motion. 
Ninety Platform Carriages, on Iron Trucks. 


To be correspondent in other respects to pattern 
Carriages of the respective kinds, to be seen on the 
Road. 

The Tenders may apply to the whole or any part 
of the supply, and the delivery must de made at the 
following dates: one-third at lst May, 1853—the 
remainder 15th August, 1853. 

A. C. WEBSTER, 
Railroad Company, 


Secretary. 
Montreal, 22d Jan., 1852. 


ST. LAWRENCE AND ATLANTIC RAIL- 
ROAD COMPANY. 
EALED TENDERS, endorsed, ‘“‘ ‘Tenders for 
Passenger Carriages,” will be received at this 
Office, up to FRIDAY, the 20th February next, at 
noon, for the supply at Longueuil, of the following 
RAILWAY CARRIAGES, viz: 
Six First Class Passenger Carriages. 
Five Second Class ‘“ . 
Three Post Office and Express Carriages. 
Five Covered Luggage Vans. 
To be corresponcent to Carriages of the respective 
descriptions now on the road. 
One-third to be delivered by the Ist May, 1853; 
the remainder by the 15th August, 1853. 


A. C. WEBSTER, 
Railroad Company, 


Secretary. 
Montreal, 22d Jan., 1852. 


Rosendale Cement. 
HE NEWARK AND ROSENDALE LIME 
AND CEMENT CO. are now manufacturing at 
their works in NEWARK, N. J., and Ulster county, 
N.Y., a very superior article of raulic Cement— 
also Lime Calcine Plaster,etc. Contractors and deal- 
ers will find it to their advantage to call or make ap- 
plication before purchasing elsewhere. All communi- 
cations addressed to the subscriber, at Newark, N.J., 
will be a attended to. 
ly*l HENRY WILDE, Secretary. 


RAILROAD SPRINGS, 
Fuller’s India-rubber Springs. 
\HESE are now made in our own Factory, of 
the best materials. Eachspring is guaranteed 
to perform the required.work, rs guaran- 
teed against adverse claims, 
Car Builders will save great expense by calling 


St. Lawrence and Atlantic 
Railroad Company, 
Montreal, 22d Jan., 1852. 


St. Lawrence and Atlantic 


St. Lawrence and Atlantic 











at the office of the Company. 
23 Courtland St., New York. 
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. To Inventors. 

$3,000 Rewarp —To MecuanicaL INVENTORS 
anp Orners.—In view of the many accidents oc- 
curring on Railroads, and with a desire to promote 
the safety and comfort of railway passengers, the 
undersigned proposes to offer for competition the 
following premiums: 
$1,500 for the best invention for preventing loss 
of life from collisions, and from the breaking of 
axles and wheels. 

$800 for the best method of excluding dust from 
cars when in motion. 

$400 for the best railroad brake. 

$300 for the best sleeping or night seat for rail- 
road cars. 

The premiums will be open for competition, from 
this date until the next annual Fair of the Ameri- 
ean Institute, where they are expected to be on ex- 
hibition: and no invention already introduced to 
the public will be entitled to compete for the prizes. 
It must be understood that these inventions are to 
be such as can be adopted and put into general use, 
the inventors in all cases retaining their right to 
patents. 

The above will be left to the decision of compe- 
tent judges, appointed by a Cummittee of the Amer- 
ican Institute, to whom all applications on the sub- 
ject must be addressed. F. M. RAY. 

New York, January 1, 1852. 


RAILROAD SPRINGS. 
Fuller’s Patent India-rubber 
Springs. 

RICE reduced to 50 cents per pound. The 

owners of this Patent now manufacture the 

Springs in their own Factory, and guarantee that 
each spring shall perform its required duty. 

Purchasers guaranteed against adverse claims, 
They may have full confidence in the working 
qualities of the springs. 

The suits brought against Ray & Co., will soon 
be brought to issue, and we await the result with 
satisfaction, having full confidence in the pure ad- 
ministration of the Laws. 

The long advertisements put forth by Ray & Co, 
about prior invention of the spring are worthless 
he has not proved prior invention, and cannot sus- 
tain his patent in a Court of Law. 

For the owners of Fuller’s Patent, 
G. M. KNEVITT, 
_ 23 Courtlandt st., New York. 

October 7, 1851. 


Railroad Commission Agency. 


HE Subscriber offers his services to Railroad Co’s 
and Car Makers for the prchase of equipment 
and furniture of roads and depots and all articles and 
materials required in the construction of cars, with 
cash or approved credit. No e fort will be spared to 
select the best articles at the lowest market price, 
He is sole Agent for the manufacture of the EN- 
AMELED CAR LININGS, now in universal use. 
The best Artists areem ered in designing new styles, 
and he will make to order pieces with apprepriate de- 
— for every part ot the car, in all eehaen or with 
silver grounds and bronzed or velvet figures. 
He is also Agent for Page’s Car Window Sash Fas- 
teners, which is preferred by all who have used it to 
any other. CHARLES STODDER, 


75 Kilby st., Bost 
June 20, 1851. 3m. eo oes 


Engine Waste. 

LEAN WASTE for Locomotive and Steam- 
boat Engines, io lots as wanted; also, superior 
Steam Packing. Orders, with explicit directions 

for forwarding, should be addre ee 

J. MORTIMER HALL, 
36 South st., New York, 
Novemberl. 3m 


CORROSIVE SUBLIMATE. 


Br article now extensively used forthe preserva- 
tion of timber, is manufactured and for sale by 
POWERS & WEIGHTMAN, manufacturing Chem- 


P 

















Jan. 20, 1809," 
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To Contractors. 

HE CHESTER VALLEY RAILROAD 
COMPANY was incorporated by the State of 
ennsylvania on the 19th of February, 1849, for 
the purpose of completing the road running from 
Norristown to Downingtown, a distance of about 
twenty-one miles. The road was commenced some 
years since, under the charter of the Norristown 
and Valley Railroad Company, and upwards of 
$800,000 were expended in its construction; but 


owing to causes unnecessary to be enumerated, the}. 


company failed to complete the work within the 
time prescribed by law. On the application of the 
creditors of the comport the Legislature authoriz- 
ed the consolidation of the outstanding indebtedness 
of the former company into stock of the present 
company, which has been effected, and eleven 
thousand three hundred shares, at fifty dollars par, 
issued therefor; and authorized also the creation 
and sale of additional shares, as a preferred stock, 
to an amount, at the par value thereof, sufficient to 
complete the road—which latter stock is entitled to 
a dividend at thé rate of eight per cent per annum 
from the time of payment, and before any dividend 
can be paid upon the consolidated stock. 

Sealed Proposals will be received until the first 
day of April next. for the entire completion of said 
Railroad in conformity to a plan and specification 
which may be seen at the office of the President, 
atthe Norristown Railroad depot, at Ninth and 
Green streets, Philadelphia, and detailed informa- 
tion will be furnished by the Engineer, W. H. 
Wilson, Esq. near Downingtown. The contractors 
are to furnish all necessary materials, to deliver 
the road to the company complete and ready for 
use; and to receive in payment the said preferred 
stock, or a portion of the same, and the residue in 
cash—the work to be commenced as soon as the 
claims tor land damages, now in course of adjust- 
ment, shall have been settled—and to be completed 
within nine months thereafter. The form of the 
certificates of stock, together with a specification of 
the work required to be done, and all other neces- 
sary information will be furnished by the President 
of the company on application. 


The position of this road, forming as it will, a 
new connecting link at Downingtown with the Penn- 
sylvania Central railroad and its branches, and with 
the Reading, Germantown and Norristown roads, 
near, Norristown, must render it one of the most 

rofitable of railroad investments. It is impossi- 

le that the Pennsylvania Central railroad when 
completed to Pittsburg, extended to St. Louis, and 
thus connected with other western railroads, can 
discharge by one outlet into Philadelphia, the accu- 
mulated treasures of the west. Commencing at 
Pittsburg, the pressure on the Central road must be 
increased by the produce of every county through 
which it s. When it is considered that even 
now the Columbus road is frequently overburden- 
ed, the result is apparent. The use of the Chester 
Valley road must become a physical necessity.— 
Without these considerations, the produce, etc., in- 
tended for the southern portions of Philadelphia 
County, would find the latter road the cheapest 
route. Add to this that it passes through a rich 
and highly cultivated country, teeming with the 
best products of a luxurious soil, that the lime nec- 
essary for agricultural purposes is manufactured 
by coal obtained from the Schuylkill regions, and 
that the coal thus required, and the lime thus man- 
ufactured, must be transported on this road; that 
the coal required for fuel in various portions of 
Delaware and Chester Counties, including West- 
chester, and at various points on the Columbia 
road west of Downingtown must be conveyed in 
jhe same manner, and that the marble which exists 
here in great abundance, and which to be produc- 
tive mas! be delivered in large blocks, cannot be 
hauled in suificient sizes on wagons, but may rea- 
dily be conveyed by means of trucks on a railway, 
The completion of this road would also give rise 
to an increased number of iron, cotton and woolen 
manufactories, for which the Brandywine furnish- 
esample water power. The iron, including rail- 
road iron, now being manufactured in the Schuyl- 
kill valley, which is sent west, via the Delaware 
river and Tide Water Canal, a ye expense of 
freight, insurance, time, etc., w pass over the 
present road to Downingtown and thence to Celum- 


bis, Harrisburg, ete. The lumber used along the 
Schuylkill and adjacent country, which is chiefly 
brought down the Susquehanna and the Delaware 
and Schuylkill rivers, would pass through Colum- 
bia and Downingtown over thisroad, and supply one 
of its largest items of tonnage. Nor is there any 
reason why, in the district of country lying between 
Downingtown and Norristown, dairy farms should 
should not be cultivated to the same extent as along 
the New York and Erie railroad, and their produce 
find its way to market over the present road. 

All these various sources of income have been 
critically and carefully examined, and the result 
leaves no doubt that the profits of the road would 
suffice to pay a dividend of eight per cent on the 
preferred stock, and an additional dividend of six 
per cent on the consolidated stock. It is therefore 
believed that an ample opportunity is now present- 
ed to contractors for a profitable iy os aerone of 
their capital. WM. E. MORRIS, President. 

Tuomas B. Taytor, Secretary. 
Philadelphia, January 12, 1852. 


S. CULBERTSON & CU., 
12 BROADWAY, NEW YORK. 
D. N. Pickering, 
BOSTON, MASS , 
Proprietors AND MANUFACTURERS OF 


DEVLAN’S PATENT LUBRICATING 


OIL, 
Equally applicable to light and heavy Bearings, 
Fast Speeds, etc. 

This Oil, as a Lubricator, possesses the following 
advantages over all other Oils: 

First, It runs machinery with less friction, there- 
by enabling Manufacturers, Steam Ships, Steam- 
boat and Railroad Proprietors to accomplish more 
with the same motive power, and to save their ma- 
chinery from unnecessary wear. 

Second, It produces no Gum upon machinery, 
whereas all other Oils exhibit more or less. On 
machinery which is clean when it is introduced, it 
is warranted to run any length of time without 
showing any indications of gum. 

Third, It will clean off any old gum that may 
have accumulated upon Slides and Journals from 
the use of bad Oils. 

Fourth, As two gallons cf this Oil will last as 
long as three of Sperm, and as it is thirty or forty 
cents a gallon cheaper, the consumer saves, by us- 
ing it, at least fifty per cent. in cost. 

PRICE $1.00 PER GALLON. 

It is now in use on the Baltimore & Ohio, Balti- 
more & Philadelphia, Susquehanna, Pennsylvania 
Central, Reading, New London, Willimantic & 
Palmer Railroads. Also, on numerous Steamers, 
and in various Manufactories. 


Reading, Pa., July 12, 1850. 
Mr. P.S. Devuan, Patentee 

of the Improved Lubricating Compound : 
Dear Sir,—In answer to your favor of the Lith 
inst., asking our opinion of your Oil, I would reply: 
We have had your Patent Oil in use upon the 
Reading Railroad for some five months past, during 
which time we have used it on our locomotive cars 
and stationary machinery of every description to 
the amount of twelve thousand gallons. It has an- 
swered the purpose to our entire satisfaction, prov- 
ing equal tothe best Sperm Oil, in both lubricating 
and lasting qualities, and securing to us an econo- 
my in its use of Forty per cent. compared with the 
best Sperm Oil. It does not “gam” nor “choke,” 
runs and feeds freely, and is as pure and clean, and 
free from sediment or deposit as the best Sperm Oil. 
We are at present using it everywhere on the road. 

Yours, very respectfully, G. A. NICOLLS, 
Engineer, etc., Reading Railroad. 


Allaire Works, New York, June 23, 1851. 
We are using Devian’s ratent Lubricating Oil 

upon all our machinery, both light and heavy, and 
find it better than any other. It is a most perfect 
lubricator, keeping the machinery clear and the 
journals cool. e have no doubt that it must come 
into general use in Manufactories and upon Steam- 
ships and Railroads, as it is worth more, gallon for 
gallon, than the best Sperm Oil, and is some 40 per 
cent. cheaper. 

E. WINSHIP, Foreman Al’re Works. 








J. BREASTED, Manager Al’re Works, 
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Steamship Southerner, New York, May |, 1851. 
Sirs,—l am using your Oil, exclusively, on the 
steamship Southerner, and consider it superior in 
every respect to any Oill have ever used. I have 
had no heating of journals since I have been using 
it. 1 consume not more than two-thirds the quan- 
tity that Ido of other Oils, and my machinery runs 
cleaner and with less friction than it ever run be- 
fore. I intend using no other Oil in future, and 
mar pony Freeway. it to others as the cheapest 

and best Machivery Oil they can buy. 
HENRY FARMER, 
Chief Engineer Steamship Southerner. 


Philadelphia, April 4, 1849. 
Mk. P, S. Devian: 

Sir.—The Patent Oil you sent me to try, and 
Which you design as a substitute for Sperm, has, I 
am happy to say, more than realized my expecta- 
tions. I first had it fully tested on a locomotive en- 
gine for two days, by a skillful engineer, who as- 
sures me that it works equal to the best sperm Jil, 
with asaving in quantity of at least Fifty per cent. 
This saving,together with.the greatly reduced price, 
at which you inform me you can furnish the arti- 
cle, recoramends its use on Railroads, Mills and 
Factories, where large quantities of Oil are used. 
I have no doubt of its entire success, and under that 
impression tencer you my sincere congratulations, 

Truly yours, WILLIAM ENGLISH, 
Sup’t Columbia Railroad. 


Philadelphia, Nov. 12, 1850. 

I certify that Devlan’s Patent Lubricating Com- 
pound, has been thoroughly tested upon the Phila- 
delphia & Reading Railroad, and all its locomotive 
engines, cars, and stationary machinery, and that 
the reports of the same have been most favorable 
and re ahowing it to be fully equal to the 
best Sperm Oil in its lubricating and lasting qual- 
ities, JOHN TUCKER, 

President Phila. & Reading Railroad Co. 


To Car Builders and Rail- 


road Companies. 


HM subscriber is now part owner of “ Fuller’s 
Patent India Rubber Car Springs,” and cautions 
all persons interested of his determination to maintain 
his rights under this patent. Fuller’s patent is the 
original, first, and only genuine patent. Extensive 
arrangements are made to supply the springs to car 
builders, railroad companies, and all who require the 
use of this patent. 

The price is fixed at 50 cents per pound, including 
the privilege to use the patent. 

The American Institute have just awarded the ad- 
vertiser the first premium for best India rubber car 
springs. 

Orders from any part of the United States, giving 
the exact size of the pieces of rubber required, will be 
promptly executed. 

No other person has authority to make or vend the 
India rubber car springs, which operate by compres- 


sion of the rubber. 
HORACE H. DAY, 
Oldest manufacturer of India rubber now in the busi- 
ness in the United States, and owner of nineteen 
India rubber patents. Warehouse 23 Courtlandt 
street, New York. 





Public attention is called te thé advertisement of 
Mr. Day. He is now the only person authorized to 
manufacture and vend my patent in the United States. 

. ©. FULLER. 
By his Attorney, G. M. KNEVITT. 
New York, )851. 


Boiler Plates and Axles, 
M4vzE of the celebrated Low Moor Iron, are of- 
fered for sale at the manufacturer’s prices by 
WM BAILEY LANG, 
No. 9 Liberty Square, Boston. 





Jan. 22, 1852. 


To Engineers. 

NEW WORK on the Marine Boilers of the 

United States, prepared from authentic draw- 
ings, and illustrated by 70 engravings, among 
which are those of the fastest and bast steamers in 
the country, has just been published by B. H. Bar- 
tol, Engineer, and is for sale.at the store of 
D. APPLETON & CO., 

Broadway 








September 1, 1851. 











